- maintenance executive. 
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_ may be in the market for parts. 
no longer has any in stock he may be forced to resume 
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Preparedness Is Essential 
in Modern Construction Work 


IFFICULTIES involved in the construction of 
track in city streets are always considerable. This 
is particularly the case when the work has to be done 
under traffic. In recent years vehicular congestion has 
added still more to the problem, and in ever-increasing 
volume. 
Considerations of this sort have forced a change in 
construction methods. Many different plans have been 


tried.. The basic idea in all of them is to do as much 


as possible of the work in the material yard so as to 
reduce to a minimum the time during which service on 
the street must be interrupted. Particular attention 
to points such as this has been paid by the Pacific 
Electric Railway. This company’s methods are out- 
lined in an article by Clifford A. Elliott in this issue. 

It will be noted that careful planning is an essential 
preliminary to any reconstruction job done by this com- 
pany. The importance of this cannot be overestimated. 
The various contingencies are studied and steps taken 
to meet them. Even dates of conventions and parades 
are considered so that there may be no undue embar- 
rassment to the city. Stocks of material are checked 
up and the labor situation gone into so that avoidable 
delays will be minimized. 

Planning of this sort should commend itself to every 
Even more than in actual sav- 
ing of cost will the value of preparedness be realized. 


What Should Be Done with 
Unused Material No Longer Needed? 


ETHODS for disposal of unused material no 

longer needed by the particular electric railway in 
whose storeroom it lies were an interesting. subject 
of discussion at a recent meeting of the committee 
on purchases and stores of the Engineering Associa- 
tion. When a change is made from one type of equip- 
ment to another without much advance notice being 
given. to the storekeeper, he is likely to find a consid- 
erable number of renewal parts left on his hands. Even 
though these are brand new and in perfect condition 
he no longer has any use for them. 

If the surplus parts are those of the latest type 
equipment, the problem usually can be solved by return- 
them to the manufacturer, who resells them else- 
where. If, however, the parts are of a design that 
has been superseded by a later model the problem is 
not so easy of solution. The manufacturer is loath 
to take them back lest he have difficulty in disposing of 
them. At the same time some other electric railway 


which has continued to use this particular equipment 
If the manufacturer 


the making of parts of obsolete design on a small scale. 
Such a manufacturing process is uneconomical. 

Undoubtedly, a real opportunity exists to bring 
buyer and seller together and also to relieve the manu- 
facturer of an annoying problem of supply. To do so 
will not be easy. One railway hesitates to buy mate- 
rial from another unless the purchasing agents are 
personally acquainted. In buying direct from a manu- 
facturer there is a feeling of security in his reputation. 
Another difficulty in arranging transfers directly 
between the railways concerned is that of informing 
the would-be seller where he should look to dispose of 
his material. Possibly the manufacturers can act to 
their own and the railways’ advantage as intermediaries 
in this matter. A sub-committee has been appointed 
to study the subject and it is not unreasonable to hope 
that its deliberation may result in the evolution of 
some satisfactory plan. ‘ 


Receiver Wants Owners 
to Recondition Road 


EROIC efforts on the part of the receiver and the 

management of the Boston & Worcester Street 
Railway have availed them little. The receiver of the 
property admits this. He wants the road turned back 
to the owners so that they can engage in business which 
he cannot. His report on recent operations is pes- 
simistic, but it is not without its ray of hope. True, 
the railway has been hamstrung in the past, but if 
outsiders come in for censure, so do the owners for 
some of their acts in the past. 

The nub of the receiver’s indictment is that the as- 
tonishing falling off in passenger revenue is due to the 
existence of one automobile for each family in the 
state, to illegal competition of buses and, mark you, 
to the use of antiquated rolling stock. It would be re- 
assuring if the proper balance among these three could 
be struck. If it could, not the least of these would prob- 
ably be found to be the use of antiquated rolling stock. 
More roads than the Boston’ & Worcester have helped 
in their own undoing by continuing to use rolling stock 
that repelled the prospective rider. In his negative 
way the receiver makes plain his idea of what ought 
to be done. He knows he cannot do it because he lacks 
the authority, but he wants the road turned back to the 
owners so they can do it. Apparently he sees the way 
clear to such return, although he hasn’t indicated the 
details of the restoration. 

Sharp as is the receiver’s criticism, it indicates his 
study of the situation convinces him that the case is 
not hopeless, particularly if the owners recondition this 
83-mile road and then go after business with both car 
and bus in a militant way. It is an old recommendation 
dressed in new language, but it is not lacking in force 
on that account. 


This is the issue in December that is devoted essentially to maintenance subjects 


1062 


ELECTRIC RAILWAY JOURNAL 


Vol. 66, No. 25 


A Significant Change in 
Administration Methods 


ORE significant than appears on the face of the 
news is the recent move by the Public Service 
Railway of New Jersey in appointing division managers. 
It is a plan not particularly applicable except on large 
systems, but it does fix a greater measure of responsi- 
bility and does give the local men a greater latitude in 
deciding matters on their own initiative. To the New 
Jersey system the idea is not entirely new. For some 
time now the southern division has been under a single 
head, Martin Schreiber, far removed at the southern 
end of New Jersey from many of the company’s principal 
activities. In some respects the plan is not unlike that on 
the Eastern Massachusetts Street Railway, but on that 
property the units are required to be self-supporting. 
There they are in effect separate systems. That plan 
is hardly applicable in New Jersey, but the new scheme 
does have the advantage of putting the various division 
heads on their mettle. 

Not the least interesting point about the change and 
about the men selected to head the various divisions 
is that many of them are college graduates, taken into 
the employ of the company under its “cadet” system, 
which since 1908 has attracted graduates of colleges 
to the company’s organization. This is especially 
interesting in the light of the recent survey made 
at Yale, which appeared to reflect an indisposition in 
this industry to seek out men with university training 
as the most promising material with which to build for 
the future. All in all, the change in the plan of organi- 
zation in New Jersey appears to be an auspicious move, 
particularly from the point of view of the closer contacts 
that are certain to arise among the division heads, the 
company’s patrons and the civic and community repre- 
sentatives with whom the various managers deal. 


One Aggressive Manufacturer Finds an 
Effective Way to Sell Paint 


HILE he would not think of buying two suits 

exactly alike in succession, a certain type of 
railway manager does not apply that doctrine to the 
cars which are the garb of his business of transporta- 
tion. Nay, worse—he is not only content with a con- 
tinuance of old color schemes, but is willing to let the 
cars run on and on until they have lost all ride-drawing 
appeal. 

There was a paint manufacturer who had been calling 
regularly on a manager of this kind for a long time, 
but with no results. Finally the salesman concluded 
that the prospect was suffering from lack of imagina- 
tion; that he simply could not visualize the appearance 
of a repainted car from a glance at color samples. So 
he made this proposal: 

“Tet me repaint one of your cars according to my 
ideas. If you find that the public does not like the 
repainted car, I’ll paint it again to match your present 
standard. If you find that the public does like the new 
combination, I’l] deign to accept an order from you.” 

With this understanding the sample car was painted. 
The manager was so delighted with its live appearance 
that he placed the order much earlier than had been 
expected. This outcome was a fine compliment to the 
boldness and acumen of the paint salesman. But isn’t 


it tough to have to sell to men who are over-addicted 
to the phrase: “I’m from Missouri. You'll have to 
show me”? There is not much excuse for such lack 
of imagination when one can see thousands of bright 
and well-varnished competitive vehicles on the street 
every day in the year. 


Auxiliary Equipment Is an 
Important Adjunct to Spray Painting 


OR greatest effectiveness spray painting requires 

something more than a gun, paint containers and a 
compressed air supply. Whether economical results are 
obtained or not depends to a large extent on the aux- 
iliary equipment used. Painters cannot be expected to 
produce a low cost job if they have to climb up and 
down ladders to a stationary scaffolding or to the roofs 
of the cars. Some sort of a painting tower or scaffold- 
ing on wheels which the workman can push along with- 
out dismounting is most essential... 

Ample compressed air capacity is another important 
consideration. Some air systems that are satisfactory 
for a single operator fail miserably when used by sev- 
eral men at the same time. There must be real force 
to the compressed air used, for low pressure results in 
uneconomical work. Some sort of trap that will remove 
moisture, oil and grit from the air used for spray 
painting is essential. The paint is not intended to be 
mixed with such foreign materials. 

By giving particular attention to the ventilation of 
the shop, men work with less annoyance and fatigue 
and more efficient painting results. Some railways 
protect their spray painting operators with respirators, 
while others have installed exhaust fans. These latter 
are of particular benefit in winter months when doors 
and windows are kept closed. 

A simplified color scheme is also quite necessary for 
most economical results with spray painting. The use 
of many colors requires extensive precautions to protect 
the parts which are not to be covered with the particu- 
lar coat that is being applied. The present. tendency 
is to use a greater variety of colors than was the prac- 
tice a few years ago. A careful study of color schemes, 
however, will enable operators to obtain an attractive 
arrangement of car colors without the necessity for 
extensive precautions to keep the paint from parts not 
to be coated with the particular color. Some railways 
have simplified their painting considerably by adopting 
the same color for floors, seat frames, trucks, roofs 
and equipment. Striping is also used sparingly. Most 
railways, however, find that different colors for win-. 
dow sash and the car body are necessary for attrac- 
tiveness. It is a comparatively simple matter to protect 
the windows and sash with guards which are placed 
in position while painting, or by providing a single 
guard the painter holds over the portion to be pro- 
tected while he sprays the adjacent part. 

There is no doubt that spray painting methods afford 
an opportunity for economies in car painting, but in 
order to obtain the greatest saving, it requires a care- 
ful study of painting methods and equipment. Spray 
painting has been adopted primarily to reduce the shop- 
ping time of cars and also to lessen painting expenses 
if possible. Full benefit of the system can only be 
realized by providing auxiliary equipment that will 
overcome difficulties experienced with the system. 
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Reconstruction of Combination Gage Track Over Which 
in the Downtown Section of Los Angeles 
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a 30-Second Headway Is Operated 


Rebuilding Track Amid Traffic Congestion 


Pacific Electric Railway Makes Up All Special Work in Advance—Gangs Comprise About 50 Men— 
Work Is Done in Two Nine-Hour Shifts—Under Favorable Conditions One Block 
of Double Track Is Rebuilt in Twenty Days—Average Rates of 
Progress for Various Jobs Are Given 


By Clifford A. Elliott 


Cost Engineer Pacific Electric Railway, Los Angeles, Cal. 


UE to the tremendous increase in traffic conges- 
tion in the downtown section of Los Angeles in 
recent years, the Pacific Electric Railway has 

been compelled to alter materially its methods of doing 
track reconstruction work. An idea of the severity of 
this congestion is given by the number of automobiles, 
some 334,000, which enter the business district every 
day. Checks show that each track laborer is able to 
work only one minute out of every five. Another factor 


that complicates the situation is the necessity for com- 
bination gage construction, the narrow-gage track being 
used by the Los Angeles Railway. 

When the Pacific Electric Railway plans a reconstruc- 
tion job, the location and its particular traffic conditions 
are given careful study in order to arrange all details 

{ 


to the best advantage before actual work is undertaken. 
If conduit lines of other public utilities are to be dis- 
turbed, notice of this is given sufficiently in advance 
to have it properly attended to. Questions of grades 
are discussed with the city’s engineers, as well as mat- 
ters of drainage, in order that the reconstructed tracks 
may be in conformity with whatever revised grades may 
have been established. 

In Los Angeles it is required by ordinance that work 
be done in two shifts in the downtown district. The 
day shift works nine hours between 7 a.m. and 4:30 
p.m., while the night shift works the same number of 
hours between 7:30 p.m. and 5 a.m. Efforts of the 
city government now are directed to amending the 
ordinance to provide that all utility reconstruction work 


_A Barrier of \old Ties Keeps Vehicular Traffic Away 
, from the Reconstruction Work ~ 


Wrapping Drain Tile in Burlap to Secure a More Perfect Joint. 
and Keep Out Dirt 
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condensed grade profile is included. These prints aver- 
age 8 in. x 13 in. to 8 in. x 36 in. and they are the 
supporting exhibit of the work-order authority. They 
show lengths, track centers, positions and types of pro- 
posed culverts, position of special trackwork, shifts, 
abandonments, pole relocations, manhole changes, and 
such other data as the roadmaster or foreman may need. 

Where tile drain lines are proposed to connect with 
the city storm sewer, a blueprint is prepared showing 
the alignment of the tiling, its position with respect 
to the track and points where diverting laterals enter 
the city system. These plans are given to the foreman 
to guide him in this phase of the work. 

Every effort is made to have all elements of the re- 
construction program perfectly lined up before the work 
begins. For a large job in the metropolitan area of 
Los Angeles, a study is made of the 
advance bookings of large conventions, 
parades, etc., to insure that there be 
no embarrassment to the city when 
such events are under way by having 
long sections of track opened up for 
reconstruction. 

The labor situation always receives 
careful study to ascertain the plenti- 
fulness of help. Storeroom conditions 
are investigated to see that depleted 
stock shall not tie up the work. Rock 
ballast supply is insured by arrange- 
ment with the quarry companies. 
Fabrication of special trackwork re- 
quired for renewals on the job must 
be 100 per cent complete, on hand 
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Above, Steam 
Shovel Re- 
moving Old 
Pavement anid 
Digging 
Trench 


At Right, Elec- 
tric Crane 
Laying New 
128-Lb. Girder 
Rail 


be done in three shifts during a con- 
tinuous 24-hour period. The Pacific 
Electric Railway, however, finds it 
more advantageous to employ. only 
two shifts because this permits sus- 
pension of work during the afternoon 
rush hour, and also because it facili- 
tates the arrangement of the work 
between night and day forces. 

In certain municipalities where 
this company operates there are pro- 
“hibitive - ordinances ‘against night 
“work. Under such circumstances the 
railway does not undertake to do a 
large amount of reconstruction work 
in a single job. Moreover, restric- 
tions of some municipalities on the 
subject of blockading streets require that only one city 
block of track be open at a time. 

The greater part of the trackage in the downtown 
district of Los Angeles is jointly operated by. the Pacific 
Electric and the Los Angeles Railway. Combination 
gage construction is used with a width of 3 ft. 6 in. 
for the narrow gage cars of the latter company and 
4 ft. 84 in. for standard gage equipment of the Pacific 
Electric lines. This type of construction frequently 
involves extremely complicated pieces of special track- 
work as well as difficult problems of installation. : 


At Left, All Spoil 
from Excavation 
of Old Track Is 
Removed by Mo- 
ter Truck 


Below, | Skeleteniz- 
ing Track Pre- 
paratory. te 
Pocket Exeava- 
tion Work 


PLANNING THE WORK 


The first step in any reconstruction job is the prepa- 
ration of a blueprint which shows the limits of the : 
work. If-an-extensive grade change is contemplated, a ~ 
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and set. up ready for immediate installation before the 
actual work begins. 

Formerly some special-work construction was done in 
the field, such as drilling high T-rail and installing 
1-in. x 44-in. flat bar iron guards on curves. It is the 
standard practice to install guard rail on any curve under 
150 ft. radius. On curves of greater radius it is feasible 
to bend the standard 7-in. 128-Ib. grooved girder rail. 
Bending rail in the field and installing the guard rail 
is no longer possible or economical in the streets of 
Los Angeles on account of traffic conditions. The prac- 
tice now followed is to have the piece completed in 
the company’s special work shop and carried to the 
job ready to set in place. This practice has speeded up 
reconstruction to a marked extent. A material yard is 
always established close to the job to handle incoming 
track material and to accommodate 
outgoing scrap. These material yards 
are not allowed to become overstocked 
but permit an even flow of material 
from the stock room to the job with 
just enough surplus to keep ahead of 
the actual consumption. This practice 
avoids excessive material charges in 
any one month. Material is handled 
by a 5-ton electric crane of the engi- 
neering department. 


RATE OF PRoGRESS IS ONE BLOCK OF 
DOUBLE TRACK IN TWENTY Days 


It has been found that under good 
working conditions an efficient track 
gang can complete the reconstruction 


At Right, Breaking 
Up Old Pavement 
with Pneumatic 
Cutting Tools 


Below, Old Rail 
to Be Removed 
Is Cut into Short 

Sections by 
Acetylene Torch, 
but New Rail Is 

»' Cut by Hacksaw 
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Above, New 
Girder Rail 
Laid, but Not 
Lined Up, Pre- 
paratory to Ex- 
cavation 


At Left, Pocket 
Excavation for 
Track Recon- 
struction Under 
Traffie 


of one city block of single track in 
ten days. Returning up the other 
side of the street this gang can do 
the second track during the next ten 
days, thus completing one city block 
of double-track reconstruction and 
repaving within twenty days. 

The size of the gang that can be 
used economically and efficiently de- 
pends on the job. The average re- 
construction job is handled with a 
gang of about 50 men.’ This number 
seldom falls to twenty, and rarely 
is increased to more than. 70. 

It is impossible to set a standard 
rate of progress for reconstruction 
work because the condition of the 
old work, the location, the amount of traffic, both rail- 


-way and automotive, whether the line is double or 


single track, whether the work must be done ‘under 
service or on dead track, the amount of special work 
and numerous other factors have an important bearing. 
Moreover, it is desirable before the track is paved to 
operate over it for at least a week in order to settle 
the ballast. On a job of average size with a gang of 
50 men the following progress may be expected: 

Paving Excavation. Hand work 75 to 200 ft. of single 
track per day. Machine work with a gang of sixteen to 
twenty men, 400 to 500 ft. of single track per day. This 


varies with the amount of service. Dead track is seldom 
available. Old pavement is removed with pneumatic paving 
cutting tools. : aa 
Excavating Old Ballast, Cleaning Trench and Cribbing. 
If old rail and ties are in such condition as to prohibit 
skeletonizing, the rail and some of the ties may first haye 
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Tamping Ballast Preparatory to Paving 


to be changed. This will cause delay. Assuming track will 
stand skeletonizing, 50 men will make from 100 to 150 ft. 
per day. 

Laying Rail. Seldom enough work is opened up at one 
time to necessitate 50 men working an entire day at this. 

Retieing. A gang of 50 men will cover from 250 to 500 ft. 
per day. This varies greatly with the amount of regular 
passenger service operated over the track. 

Unloading Ballast. Seldom is there occasion to work 50 
men at this for a day. On account of frequency of regular 
passenger service, it is the usual practice to handle only 
three or four cars of rock ballast at a time, and quite often 
it is necessary to unload this at night. On night work the 
number of cars handled can be increased, but the work is 
generally carried out so that eight to ten cars will be the 
maximum handled at one time. 

Placing Ballast. Placing ballast for removal of cribbing, 
a gang will cover from 1,500 to 2,500 ft. of single track per 
day. It is seldom necessary to handle this much at a time, 
and an entire gang will hardly ever be working at this for 
an entire day. 

Preliminary Raising on Ballast. A gang will cover from 
3800 to 500 ft. of single track per day. 

Surfacing and Lining. A gang will handle from 600 ‘to 
800 ft. per day. 

Paving. Usually a twelve-man gang will handle from 
800 to 350 ft. of single track per day. At times two gangs 
may be used to advantage. 


Work on reconstruction jobs in the downtown dis- 
trict of Los Angeles is divided into different classifica- 
tions. Paving removal is taken care of by a day shift, 
as is also the excavating for reballasting and grade 
change. Removal of old rail and re-laying new rail is 
handled by the night shift. Special work renewals also 
are handled by the night force. Tamping of ballast 
is handled by both day and night forces. 

Whether or not the street has been closed during the 


Paving the Reconstructed Track 


period of reconstruction, a barrier of two or three 
crossties laid parallel to~ thé..track and staggered is 
placed at a distance- of 8 ft. from the outside rail. 
This acts as a retaining wall for spoil removed from 
the trench. Laborers thus have a space for the disposal 
of the excavated materials without waiting for the ar- 
rival of trucks or work cars. Also, it protects the men 
against automobile traffic and provides storage room for 
track material to be used in the near future. 

In re-laying rail in paved streets at night, the new 
rail is laid on sound ties spaced 4 or 5 ft. apart. Old 
rail is either removed at the same time or placed aside 
in the devil strip for disposal the following night. For 
handling back to the storage yards, old rails are cut by 
acetylene torches, but when fitting up snugly with other 
sections it has been found impossible to cut the girder 
rail sufficiently even with the torches, and hacksaws 
are used. 

Pocket excavation is used in digging the standard 
trench 21 in. deep and 9 ft. wide. Motor trucks are 
used in disposing of the spoil. Later as the excavation 
work progresses new ties are installed to replace every 
fifth old tie. The newly laid rail is then blocked up 
with short pieces of cull ties, after which the spoil is 
removed from beneath the ties, the balance of the new 
ties are inserted and spiked and ballast is dumped into 
the roadbed. 

Ballast is hauled by truck in cases where it is not 
possible to get the standard center dump cars in close 
proximity to the work. This occurs sometimes on 
account of the short radius curves. As soon as ballast 
has been placed on top of the tie, the track is ready 


Replacing the Joint Plates in Permanent Position 
After the Installation of Bonds 


All Nuts Are Spot Welded to the Bolts Used in 
the Continuous Joints 
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for the first ballast raise. Installation of tie and brace 
plates occurs as rapidly as the ties are placed beneath 
the rail. 

The Pacific Electric Railway has standardized on a 
fiexible track structure in paved streets. This consists 
of 7-in. 128-lb. grooved girder rail, laid on pine ties 
creosoted by the Rueping process. Eight inches of 
rock ballast is placed under the ties, filled flush and 
mechanically tamped. A 4-in. drain tile is placed at 
the toe of the ballast. Where there are water pockets 
in the roadbed 6-in. drain tile is used. The ties are 
placed on 20-in. centers, or 3,200 per mile of single 
track. On every fourth tie there is a combination tie 
and brace plate, while on intermediate ties flat plates 
are used, Joints are of the continuous type with con- 
cealed brazed bonds 14 in. long, and of 300,000 cire.mil 
section, two on each rail. Bonds are placed one above 
the other and the outside of the rail is brazed on the 
web under the plate. One No. 000 cross-bond is installed 
every 300 ft. and painted with asphalt. - All joints are 
planed with a reciprocating hand planer. No space is 
provided for expansion. 

When the tile is laid in the trench, scrap gunny sacks 
are cut up into strips 18 in. long and 6 in. wide. These 
strips are used to wrap the ends of the tile to make a 
more perfect union and prevent the accumulation of 
dirt in the drain. In paved streets it is the policy of 
the company to tile all track of 128-lb. grooved girder 
rail construction. Connections are made with the storm 
sewers. As itis not permissible under ordinance to make 
connections with sanitary sewers, the company pro- 
vides concrete sumps in the absence of storm sewers. 
These sumps are located in the center of the franchise 
strip and are connected to the tile lines by laterals. 

When the continuous joints are installed, only two 
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to take place, the joints are thoroughly cleaned with a 
Special type of wire brush and then oiled. Heat-treated 
bolts are used exclusively. It is the practice to spot 
weld the toe of the bolt and nut to prevent its working 
loose. Electric portable arc-welding machines are used 
in handling all track welding work. 

Pavement consisting of a 5-in. asphalt concrete base 
and a 2-in. asphalt wearing surface is used wherever 
possible. No grout over the ballast is used nor any pavy- 
ing blocks along the rail. The merits of this type of 
pavement were discussed in an article in ELECTRIC RAIL- 
WAY JOURNAL for May 19, 1923, page 848. 

Flexible track of this design gives excellent results 
considering the heavy freight trains and large five-car 
interurban trains operating over it. All-steel cars are 
operated having an approximate live load of 157,000 lb. 
per car, and as many as 1,700 trains per day pass over 
certain tracks. Some sections have been laid for four- 
teen years and it has been necessary to make only 
minor repairs to the top surface pavement, usually in 
the vicinity of the joints. Moreover, this track gives 
evidence of lasting four or five years more. 


Car Remodeled to Provide 
Cross Seats 


Developments by the New York Railways Corporation 
Represent Ingenious Construction to Gain Room 
for Center Aisle in Narrow Car 


OST of the electric railway tracks in downtown 
New York are laid with a narrow devil strip, and 
the fact that these tracks are equipped with the under- 
ground conduit system makes wider spacing between 
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The Inside Sheathing Shown in the Plan Was on the Car 2s It W 
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as Originally, Equipped with Longitudinal Seats. 


This Sheathing Was Removed to Make Room for the Cross Seats 


bolts are at first inserted. Joints are not oiled at this 
time because it is necessary later to remove the plates 
during the bonding. Dirt would collect on the oiled 
joint and create an undesirable condition when the 
plates were put back. Consequently the bonding gang 
includes two track laborers to take,care of the removal 
and replacement of the continuous joint plates. ; 

When final application of plates and full bolting is 


| 


a 


them practically impossible, even if the width of the 
streets would permit. In consequence, freedom in car 
design has been greatly handicapped for all cars which 
have to use these routes, through the obligation felt 
for keeping the over-all width of the cars down to 7 tt. 
9 in. Even with this width, it has been felt necessary 
with most cars to use a concave lower panel, by which 
the width of the car at the side sills has been kept 
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The Car Is Painted a Standard Green on the Main Panel and Light Buff on the Concave Panel with Attractive Striping. The Only 
Lettering on the Sides Is the Standard Medallion, with the Name of the Company and the Words 
“Green Lines” at the Center, and the Number of the Car Below 


co 6 ft. 7 in. This condition applies to most of the 
cars operated by the New York Railways. In conse- 
quence, practically all of the closed cars of the company 
up to the present time have been equipped with longi- 
tudinal seats. The only exceptions have been the 
“stepless,”’ center-door cars formerly used on the Broad- 
way and Seventh Avenue line. The use of these cars 
has now been abandoned. 

As explained in previous issues of this paper, the 
New York Railways, since its financial reorganization, 
has been conducting an active campaign for patronage, 
particularly for short-haul traffic. The management 
believes that much more business of this kind can be 
secured if the cars can be made more easy of access 
and more attractive. Hence, it has been decided to 
experiment with a cross-seat car. 

The chief problem in the design of such a car, of 
course, was to get the necessary width of aisle and 
cross seats. The accompanying illustrations show how 
the problem was solved. 

Primarily, the plan consisted of removing the inside 
sheathing in car No. 495, which has been reconstructed 
in the shops of the company, to gain the necessary room 


for the cross seats. In the place of this sheathing a 
}-in. truss rod attached to a 3-in. x 10-in. truss plate 
was installed on each side of the car to add strength 
to the side sills. 

Two longitudinal seats, each 50 in. long, are used at 
each end of the car. The cross seats, twelve in number, 
or six on each side, are set up close to the outside panel 
of the car. With a 32-in. seat this gives an aisle 
width of 23.in. at the edge of the seats and 27 in. at the 
hips of standing passengers. This width of aisle gives 
space, if necessary, for two lines of standing passen- 
gers. The spacing between the cross seats is such as to 
give a 14-in. knee room. 

There was no gain in number of seated passengers, 
as the car seats 40 with cross seats as well as with 
longitudinal seats, but it is believed by the company 
that there is easier movement of passengers and more 
comfortable riding. 

The cost of reconstruction was $500, mostly for labor, 
as the cross seats used were those taken from the dis- 
carded stepless cars formerly used on Broadway. In 
fact, the only material which had to be purchased was 
the material for the truss. 


The Inside of the Car Presents a Very Light, Attractive 
Appearance Because of the White Ceiling 


The Effective Width of the Car Was Increased by the Removal 
of the Inside Sheathing of the Car 
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Flexible Door Control Is Provided 
on the B.-M.T. Articulated Cars — 


Door Accidents Are Eliminated Through the Use of Special 
Features Which Permit Emergency Operation from Either 
Inside or Outside the Car—Low-Pressure Air Operation Used 


FOURTH. ARTICLE* 


Operation and Control of Doors 


By Clarence W. Squier 


Associate Hditor ELEctrRIc RaILnway JOURNAL 


lated cars of the Brooklyn-Manhattan Transit 

Corporation are through sliding side doors, there 
being two on each side of each of the three bodies, 
making twelve side doors in the complete articulated 
car. All doors of each articulated car are controlled 
by a trainman from a position at the end of the unit, 
so that he can control the doors. of two such units 
when they are coupled together. The principal pieces 
of door-operating equipment include four door-control 
boxes, two at either end of the car; eight or twelve 
emergency push-button boxes for opening and closing 
side doors from the station platform; twelve door 
engines, and twelve door switches. 

Two of the articulated cars are equipped with 
National Pneumatic Company’s door engines and door 
control, and the other two cars with Consolidated Car 
Heating Company’s engines and door control. Many 
of the new features are common to both equipments 
since they were required by the operating company’s 
engineers. Some of these general requirements include 


I "lated. cars and exit of passengers for the articu- 


the use of a maximum air pressure of but 50 lb. for 


operating the door engines; provision for releasing the 
air from the door engine and opening the doors from 
- either inside or outside the car in emergency, inde- 
pendently of the usual operating methods; provision 
for opening and closing the doors from the station plat- 
form independently sof the desr-control switches; provi- 
sion in the door-control boxes that the switches can be 
operated only when unlocked by a trainman’s. key, and 
the necessary contacts to interlock the door movement 
with the signal control and air-brake equipment. 


FEATURES OF NATIONAL PNEUMATIC EQUIPMENT 


The equipment supplied by the National Pneumatic 
Company includes twelve type GS 8-in. EVP door 
engines, twelve door switches, four door-control boxes, 
and eight emergency push-button boxes. The door 
engine transmits its motion through a collapsible arm 
to a sliding roller-type door. All ports for the opera- 
tion of the door engine itself have been concentrated 
in a single rotary valve. All ball checks are thus elimi- 
nated and the valve is made in a form easily main- 
tained. The door engine, cast as a unit, has two 
single-acting horizontally opposed cylinders, 23-in. bore 
by 8-in. stroke, with a chamber between them which 


*Previous articles in this series on the B.-M.T. articulated cars 
were: Mechanical features, Sept. 19, 1925; motors and control, 
October 31, 1925; air brakes and couplers, Noy. 28, 1925. 


forms a housing for the rack and gear segment and a 
reservoir for lubricant. The two engine pistons are 
connected by a steel rack into which meshes a steel gear 
segment mounted with a square fit on the operating 
shaft of the engine. The teeth of the rack and gear are 
machine cut. 

When opening or closing, the door is prevented from 
slamming by the porting of the exhausting cylinder, 
so as to provide an air dashpot. The initial exhaust of 
the air through the shorter of two cored passages is 


Phantom View of Door Engine Furnished by National 
Pneumatic Company 


quite rapid, while the exhaust after the piston has 
passed the opening of the free exhaust is greatly 
retarded, so that the door is given a definite checking 
movement before it is entirely opened or closed. 

The engine is ported for normal operation at 50-lb. 
pressure, but it will operate satisfactorily over a wide 
range of pressures. Following the manufacturer’s 
standard practice air is continually held in one piston 
of the door engine or the other. 

The rotary valve of the engine is operated by a valve 
stem which is subject only to atmospheric pressure, so: 
that no stuffing box is required. All exhaust air from 
the door-engine cylinders passes across the valve face 
and thence into the lubricating chamber of the engine. 
With this construction the valve face itself is not only 
kept continually lubricated but there is no loss of lubri- 
cant from the door engine. 

The adjustment for the door-engine cushion is by 
means of small non-adjustable holes in the rotary valve 
itself. Adjustment of the free exhaust and the drive 
is through the use of the speed plugs with different 
sized orifices which can be inserted in tapped holes in 
the back of the valve block. Experience of the manu- 
facturer indicates that best results in door operation 
are secured from infrequent adjustment of the door 
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Duplex Magnet Valve for Operating Door Engine as Furnished by 
the Consolidated Car Heating Company 


engine itself. Where the door-engine adjustment is 
too accessible it has often been used to compensate for 
defects which are entirely outside the door engine 
itself. The present construction therefore provides an 
adjustment of the door engine, at a location such that 
it can be reached only by the repairmen equipped with 
the proper tools. 

Electrical control of the door-engine valve is by 
means of the hold-in circuit system. With this the door 
control wire is energized to open the door and is 
de-energized to close it. The translating means between 
the door control wire and the door-engine rotary valve 
consists of a Westinghouse magnet valve mounted on 
the pressure end of a spring return valve puller, the 
piston of which is mechanically connected to the engine 
valve’ lever. The valve puller consists of a small air 
cylinder with piston and return spring mounted on the 
side of the door engine. 

’ When the door control wire is energized it operates 
the magnet valve to admit air to the valve puller. This 
in turn throws the engine valve to the door-open posi- 
tion, while when the current is off the magnet valve the 
valve puller air is exhausted to atmosphere and a spring 
returns the engine valve to the door-closed position. 

In the National Pneumatic equipment each door 
engine is controlled by its own-magnet valve. The door- 


Provision Is Made for Manual Operation of Door Engine by 
Raising the Seat Cushion 


. 
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engine operating arm is riveted to the door-engine 
shaft, and carries a compression spring with linkage 
between the roller on the end of the arm and the end 
of the shaft. The arrangement of the spring and its 
linkage is such that the door may be forced back a 
short distance against the spring at any point in the 
door-closing travel of the engine, after the arm has 
passed the vertical position. Inthe fully closed posi- 
tion of the door engine the arm is held horizontally 
against the door, and at this point the door may be 
moved back 44 in. against the door-arm spring. 

As the door-engine arm in its closed position is hori- 
zontal the door could not be fully opened by hand 
without first raising the engine arm about 30 deg. In 
erder to provide for the emergency opening of doors, 
separate from the door control boxes, special equip- 
ment is provided. The engine arm is raised by a nor- 
mally inoperative lever adjacent to the engine arm. In 
raising this lever it first cuts off and vents the air from 
the engine, and then raises~the engine arm so that 
the door may be pushed open by hand. The shaft of 
the arm-raising lever has one handle which projects 
below the car floor for use of yardmen and a second 
one which may be operated from within the car, when 
a seat cushion is raised. 

To provide for interlocking the doors with the con- 
trol, signal lights and air-brake equipment, a door- 
interlocking switch is mounted at the side of the door 
pocket. This has two sets of contacts, one set being 
closed when the doors are open, and the other closed 
when the doors are shut. These contacts are actuated 
by the door when it is opened 4 in. from the closed posi- 
tion. With the door closed a circuit is completed so as 
to pass the light signals to the motorman, and also to 
enable him to operate the car. With the doors open a 
circuit is closed to operate the empty and load brake 
equipment, so as to provide an adjustment of the brak- 
ing pressure in proportion to the load. The design of 
the switch follows closely that of similar switches used 
on other subway cars of the Brooklyn-Manhattan 
Transit Corporation. 

The main door-control box, 167s in. long x 7 in. wide, 
contains a drop signal, a buzzer button, a door-control 
switch, and two key switches. This box is installed at 
the end of the car and is so arranged that operation 
can be either from the inside or outside of the car. 
The door-control switch has two positions—one to open 
the doors and the other to close them. In order to 
operate this switch it is necessary for the trainman 
to insert his key and throw the key switch so as to 
energize the door-control circuit. The National Pneu- 
matic equipment has two key switches with correspond- 
ing openings both inside and outside the car. The 
upper key switch is arranged so that the key cannot be 
withdrawn while the door-switch contacts are energized. 
The lower one is arranged so that the key can be with- 
drawn with the doors open, so that the trainman can 
leave his position. He must return to the same box 
from which he threw the switch in order to close th 
door. 4 : 

Particular attention was given in the design to pro- 
vide rugged construction both from the mechanical and 
electrical standpoints. A removable finger board is 
provided on which seven hinged-type fingers with 
copper-carbon contacts are mounted. Movable contacts 
are clamped around micarta sleeves on a square shaft. 

Six emergency push-button switches are mounted so 
as to operate one door on each side of each body sec- 


December 19, 1925 


tion. Two are placed under seats of the center section 
so that the doors may be operated in emergency from 
the interior. Thus eight are used for the complete 
articulated car. Hach has a skeleton insulated drum 
and fingers of the compression spring type, with carbon- 
copper contacts. The drum is operated by four plun- 
gers and has a positioning cam. The six push-button 
switches used for platform operation of the doors are 
arranged for operation by a small wire, plug, nail or 
similar device through holes in the side sheathing of 
the car. Pressure on the push button completes a 
circuit to open or close the door. The other two 
Switches are of the push-button type and are so placed 
under a seat that they are readily accessible for emer- 
gency use. 


SPECIAL CONDITIONS MET IN CONSOLIDATED CAR 
HEATING COMPANY’S EQUIPMENT 


The same specific conditions for door operation and 
eontrol have been met by the equipment furnished by 
the Consolidated Car Heating Company. A geared-type 
door engine, 5020-A, is furnished for operating each 
side door. This engine has a 3-in. cylinder with 10-in. 
stroke. Air pressure at 50 lb. comes from a small door- 
control reservoir which receives its supply through a 
feed valve from the main reservoir. The connection 
between door and operating shaft is by means of a 
collapsible arm made in two parts. One of these, fast- 
ened to the operating shaft, is made of pressed steel. 
It forms a housing for the other part of the arm, 
attached to the door, to slide in. The housing has two 
springs which keep the arm in its extended position, 
but the door can be pushed back against this spring 
pressure. 

Connection between the operating shaft and the door 
engine piston is through a quadrant gear and rack. 
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New Type of Door Interlock Contact as Installed on 
Articulated Cars 


The chamber about the gear is kept filled with a light 
grease. On the exhaust end of the rack a bypass valve 
prevents pressure building up in the closing cylinder 
while the door is being shut. Should the door be 
stopped in its operation the air is bypassed from the 
closing cylinder of the engine, so that when the obstruc- 
tion is removed the door continues to close at regular 
speed with no tendency to slam. With the door fully 
closed the spring pressure is increased to prevent oper- 
ation of the bypass. 

This arrangement permits the use of separate speed- 


ynere Are Two Door-Control Boxes at Each End of the Articulated Car 


No. 1. Appearance of Consolidated Car Heating Company’s con- 


insi ficar. z 
aes Beene i box on outside of car as furnished by the 


Sonsolidated Car Heating Company. 
ite 3. Interior arrangement of the door-control box as manu- 


actured and furnished by the Consolidated Car Heating Company. 

Ses i National Pneumatic Company's door-control box on in- 
pee Oe ruiee of control box on outside of car as furnished by the 
National Pneumatic Company. 
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control valves, so that the door-closing speed can be 
adjusted independently of the cushioning. Door engines 
on the Brooklyn cars are controlled by a duplex magnet 
valve. One of these suffices for the control of the two 
door engines on the same side of the car body. This 
valve controls both opening and closing of the door. 
This single unit construction simplifies wiring and pip- 
ing connections and also reduces maintenance costs as 
there are fewer parts to be inspected and repaired. 
Four door-control switches are installed, one in each 
corner of the car. The trainman inserts a key and 
throws the key switch so as to energize the circuit to 
the door-control switch, which may be thrown to either 
door opening or closing position. The inside face of 
the box has but one opening for the key, which cannot 
be removed while the key switch is in the operating 
position. On the outside end of the car, however, provi- 
sion is made for two key openings, the lower one sim- 
ilar to that inside the car, while the upper is constructed 
so that the key can be removed with the doors open. 
Should the trainman remove his key while the doors 
are open, it is not necessary for him to return to the 
same control box, as the doors can be closed from any 
box. In addition to the key switches and door-control 
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switches, the control box also has a push button for 
energizing the buzzer circuit and signaling the motor- 
man. There is also a drop signal at the top illuminated 
by a small lamp in the signal circuit. 

Circuits to permit of this special operation of closing 
the doors from a different control box from that used to 
open them are formed by a reset coil at each door engine 
emergency switch. When a trainman throws the key 
switch and removes his key with a pair of doors opened, 
or if doors are opened from an emergency switch the 
circuit for closing the doors is opened by the special 
reset coil. As soon as the trainman inserts his key again 
and throws the key switch so as,to close the doors, the 
reset coil operates and opens the door-opening circuit. 
This reset coil functions only under such conditions, 

Push-button switches installed at the side of each 
door may be operated from the station platform. These 
push buttons have a small opening in the cover, so that 
they can be operated only by the insertion of a nail or 
small wire. Provision is also-made for the emergency 
opening of the doors, aside from the usual control sys- 
tem. A lever is provided at each door engine, so that 
the air can be exhausted and the door engine thrown by 
raising the seat cushion. 


Are Welding Reduces Maintenance Costs 


The Equipment and Facilities for Welding in the Shops of the Worcester Consolidated Street Railway 
Are Very Complete—Welding Booths Are Arranged in a Row Between the 
Overhauling Pits and the Machine Shop 


By A. M. Candy 


General Engineer Westinghouse Electric & Manufacturing Company 


has been taking advantage of the economies of 

are welding in various ways, but there are few 
properties that have made better and more systematic 
use of this process than the Worcester Consolidated 
Street Railway, Worcester, Mass. The equipment, tools 
and facilities for welding were selected carefully and 
arranged to co-ordinate with other departments of the 
machine and assembly shops. 

Motor-generators and control panels for the welding 
are all conveniently located in welding booths which 
occupy a space 15 ft. by 110 ft. along an aisle between 
the truck-overhauling pits and the machine shop. These 
booths are permanently constructed of corrugated sheet 
steel, each having an entrance on the main aisle. Across 
each entrance are two swinging arms on which canvas 


N tte every electric railway in the country 


curtains are hung to protect persons outside from the’ 


light. The inside walls of the booths are painted gray 
with a special compound to absorb the ultra-violet light 
from the welding arc, so that it will neither be reflected 
on the welder nor other near-by workmen. Several of 
the five common walls between the six booths are pro- 
vided with passageways protected by canvas curtains. 

Booth No. 1 contains a 300-amp..multiple-operator 
motor-generator with generator and welding control 
panel and an automatic welding head for welding wheel 
flanges. The second booth has a 15 to 25-amp. metallic 
electrode welding control panel for general work, power 
being obtained from the motor-generator in booth 
No. 1. 

The equipment in booth No. 8 includes a_ single- 


operator 175-amp. motor-generator of inherently regu- 
lating type for general repair work, while No. 4 has. 
a single-operator 150-amp. motor-generator of the con- 
stant-potential type for general repair work. Booth 
No. 5 has duplicate equipment of booth No. 1 with au- 
tomatic welder for worn journals. In booth No. 6 there 
is a panel duplicating booth No. 2, but obtaining power 
from the motor-generator in booth No. 5. 

Extending the full length of the aisle, with laterals 
to each booth, is a monorail equipped with traveling 
chain hoists for conveniently handling all heavy work, 
such as motor frames, wheels and axles. All work to 
be welded is moved into the booths and placed in posi- 
tion by helpers, enabling the operators to turn out more 
welding work, for which they have been especially 
trained. The helper also removes all finished work and 
maintains the supply of welding wire, etc., for the 
welder. 

The system for/moving work into the booths is ef- 
fective. All parts removed from trucks undergoing 
overhauling are moved to a position between the booths 
and the machine shop, where they are inspected by 
a gang foreman. Those parts which are worth re- 
claiming are sent by him to the proper welding booth, 
while parts that are beyond economical reclamation are 
scrapped. After the welding work has been completed 
the parts are rough finished by a portable grinder and 
are then returned to the foreman, who scribes and 
center-punches the work which requires machining. 
This work is then sent to the machine shop. The fin- 
ished work from the machine shop is turned into the 
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At Left, Arrangement of Welding Booths 
and Aisle Between Booths and Machine 


Shop. To the Left of the Extreme Rear 
oe. 

used-material storeroom located near the overhaul pits. 
The gang foreman is also responsible for ordering from 
the general storeroom all new parts required to replace 
scrapped material so that the men in the overhaul pits 
are supplied at all times with complete sets of parts for 
trucks and car bodies being overhauled. 

A surprisingly large variety of material is being 
regularly reclaimed by the welders. A great deal of 
the work is on expensive motor frame castings. This 
reclamation includes the building up of surfaces requir- 
ing close fits, the split motor frames, surfaces, seats 
and bores of bearing housings, axle cap splits and the 
building up of worn bolt holes, lugs for hinges and 
similar work. Motor housings of cast-steel, semi-steel 
and malleable iron are all welded, but welds made in 
semi-steel and malleable housings are inclined to be 
hard at the zone of fusion. For this reason, when an 


No. 1 for Building 


armature bearing seat is worn so that the bearing is 
nearly loose, the seat is bored out sufficiently to allow 


Has a Metallic Elec- 


ae Rese Boo NO lan asie-with Wheel Up by 


- rtrode trol Panel. 
7 Tate ox Is Shown in the Lathe. At 
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Are the Truck Overhauling Pits. 
at the Right Shows Equipment in 
Up a Pair of Wheels 


Right Is a Type 101-B Motor Frame Built 
Welding at Bolt 
Seats, and Axle Bearing Seats. : 
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The View 
Booth 


with Worn Flanges. On These Wheels, 
After Welding Is Completed, It Will Be 
Necessary to Form Up Flanges Only 


enough arc metal to be deposited so that when the 
final boring is done it will be entirely in weld metal. 
This obviates the necessity of forcing tools into the 
chilled cast steel, which is relatively hard compared 
with arc deposited steel. 

All cast parts and flat bar parts of trucks are welded. 
Manganese steel brake shoe heads which have been 
welded are trued up by grinding before remachining. 
Car axles and armature shafts are built up at the jour- 
nals and the tapers. This practice, however, is recom- 
mended only for shafts and axles of low carbon content 
and is not recommended for alloy steel and heat-treated 
shafts, due to the change in crystal structure and hard- 
ening .produced in the shaft metal fused by the arc. 


_This effect is shown in an accompanying illustration, 


which is a section through an alloy steel shaft that was 
welded longitudinally. The section was polished and 
then etched to bring out the crystal structure. The 
outer light gray scallops are sections through the arc 


Frame Shown Has Been Machined and Is 
Ready for Installation Under One of the 
Company’s Cars, 


Housing 


Holes, 
The Half 
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At Left, Miscellaneous Parts Reclaimed by Welding. 


The Overhauling Pits Are in Foreground with Welding Booths on Left. 


At Right, 


A Helper Roughs Off Manganese Brakeshoe Heads Preparatory to Sending to the Layout Man for Center Punching 


deposited steel. The dark scallops immediately inside 
of these are sections of the shaft steel which were 
heated above the critical temperature by the heat of 
the are and then chilled by the flow of heat into the 
interior of the shaft and by radiation to the air. These 
chilled and hardened sections are very likely to cause 
fatigue failures. 

All worn flanges 
and flat spots on 
steel car wheels are 
built up in booth 
No. 4 by the auto- 
matic welder. After 
welding, the wheels 
are turned in wheel 
lathes. As a rule it 
is necessary only to 
turn the flange of the 
wheel to re-establish 
the proper flange 
contour, but where 
flat spots have been 
welded acut is taken 
over the tread. 


Micrograph Showing Structure Through 
an Alloy Steel Shaft That Was Arc 
Welded Longitudinally 


ma 


Records indicate that the proportion of breaks on 
welded wheels and axles is no greater than on those 
which have not been welded. These records also in- 
dicate that the total wheel and axle costs have been 
reduced materially since the introduction of are weld- 
ing. Production costs for welding and machining re- 
claimed parts of all classes have been checked by 
comparison with prices of new parts, and this compari- 
son shows that in the great majority of cases badly worn 
parts removed from car bodies and trucks are saved by 
welding at a low cost. A general rule has been adopted 
that unless the part can be reclaimed for less than one- 
half the cost of a new part it is scrap material. This 
rule is sometimes broken, however, when delivery of 
new parts cannot be obtained from stock, as it is fre- 
quently cheaper to reclaim a part at a high relative cost 
than to hold up progress of the overhaul schedule. 

Having the various machines used in this process 
located in the proper relation one to another is an 
important factor in the efficiency of the operation. At 
the Worcester shops the welding room, the grinding 
and layout tables and the drill press are so placed that 
little time is lost transporting pieces from one to the 
other. 


At Left, Building Up Worn Armature Bearing Seat in Motor Housing in Booth No. 4, 
Using Current Supplied from the Welding Set in the Next Booth 


At Right, Reclaiming Gear Cases. Operator Is 


} 
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Tire Chains Selected by 
Service Trials 


TRENGTH of chain links, the 
degree of heat treatment of the 


_ metal of which a link is composed, 


| 


and the link size are not the only 
considerations which enter into the 
sclection of a suitable tire chain for 
use on motor buses, in the opinion 
of Donald Mackay, supervisor of bus 
equipment Boston Elevated Railway. 
Other features which are of prime 
importance are the twist and number 
of links, the ability to resist abrasion 
and shock, and length. Through 


service tests on tires, over measured 


Tire Chain Link for Heavy Traffic 
A link of tire chain that has proved to 
be well suited for heavy city bus travel. 
It is a half-twisted link, heat-treated, 
tough, and showing on a fractured area 
about in. hardness treatment. The ten- 
sile strength of this link is more than 1 ton. 


runs, and under exacting weather 
conditions, the suitability of tire 
chains for use in heavy traffic and 
on hard pavements can best be de- 
termined. Such a procedure was 
followed by this company in select- 
ing tire chains for its buses. 

‘As the result of a series of exhaus- 
tive tests on several types of tire 


_ chain, one having a coil diameter of 


x 1 in. was chosen. 


¥ in. and link dimensions of 14 in. 
This link has 
about a half twist and the total 
length of chain required for a 36x6 
or a 32x4 tire is 214 in. between 


a 


fH 
ne 


‘Frame 


In the trials made with tire chains 
and from past experience it has been 
found advisable to eliminate chain 


spreaders. By using thirteen tie 
sections sufficient security is ob- 
tained and much trouble due to loose 
and broken spreaders eliminated, the 
latter often resulting in serious dif- 
ficulties owing to the danger of 
entanglement with brake and run- 
ning equipment. The experiments 
conducted by this company covered 
trials which extended over a year 
and appear justified through results 
which have been obtained with the 
chain now in use. 


Crowned Drain Covers Save 
Track Pavement 


OVERS of an unusual type for 
track catch basins have been de- 
signed by the Eastern Massachusetts 
Street Railway, Boston, Mass. In- 
stead of being slightly depressed 


The Shape of the Cover 
of the Standard Used 
by the Eastern Massa- 
chusetts Street Rail- 
way Conforms Closely 
to the Surface of the 
Paving 


tour of this cover conforms closely 
to the line of the paving surface. It 
is reinforced by ribs to take care of 
the heavy traffic shocks. Fifty catch 
basins of this type have been in- 
stalled during 1924 and 1925. De- 
spite exceedingly heavy motor truck 
traffic, there have been no failures, 
and the track paving adjacent to the 
basins is standing up better than 
was the case with the older type. 
Chipping blocks are provided on 
the grate to insure that the bearing 
surface between the frame and the 
cover is even enough to prevent the 
cover rocking. Arrows are cast into 
the frame at the cover to insure 
proper matching. This is believed to 
be important, because a cover which 
is noisy under traffic is poor advertis- 
ing for the street railway. The top 
of the paving 18 in. each way from 
the basin is sloped slightly down- 
ward to conform to cover surface. 
The basins themselves are of brick or 


hooks. midway between the rails, the con- concrete, depending on local circum- 
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Cross-Section of Crowned Track Drain Cover Used by the Eastern Massachusetts Street Railway 


1076 


stances. At a depth of 8 or 10 in, 
below the rail the drain is provided. 
Although the surface of these crowned 
covers is considerably higher at point 
midway between rails than that of the 
depressed covers formerly used there 
has been no difficulty experienced in 
taking. care of the water on the 
street. The city engineers in a num- 
ber of the municipalities served have 
complimented the railway on this im- 
provement. 


Trolley Wire Maintenance 
in El Paso“ 


AINTENANCE and inspection 

of the railway overhead distri- 
bution system on the El Paso Elec- 
tric Railway, El Paso, Tex., is done 
in accordance with a regular main- 
tenance schedule. The system has 
been divided into twelve districts, 
ten of which average about 4 miles 
of trolley construction each; the 
eleventh, or downtown district, about 
2 miles, while the twelfth comprises 
a special district which includes 
trolley guards at railroad crossings 
wherever they may be located. 

The practice of the company is to 
go over one of these districts each 
month so that the whole system is 
overhauled once a year. Ordinarily, 
the line crew will require less than 
three weeks to go over a district, the 
remaining part of each month being 
spent on emergency and other work 
coming from outside the assigned 
district. 

The following general instructions 
are given to the trolley foremen re- 
garding this work: 

Working Schedule for Maintenance of 
Railway Distribution System 


1. Reline and regrade trolley. The 
standard sag for 00 trolley, 106-ft. span 
is 42 in. at 60 deg. F. and 53 in. at 90 
deg. F. For 120-ft. span, the standard 
sag is 6 in. at 60 deg. and 90 deg. F. 

2. Examine, repair or renew all 
spans, pull-overs, hangers, ears, splicers, 
eye-bolts, etc. This includes inspec- 
tion of trolley wire at each point of 
support and reporting any wire likely 
to fail before the next annual inspec- 
tion. ; 

3. Examine, repair and renew where 
necessary all strain plates and strain 
guys. 

4. Dress and bridle curves. 

5. Examine, repair or renew all over- 
head frogs, section insulators, cross- 
ings, electric switch contactors, signal 
contactors, ete. 

6. Examine, repair or renew all 
trolley brackets and bracket spans. 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A, Coffin Prize Committee of the American 
Hlectric Railway Association by the com- 
pany named. 
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Dick Discusses Armatures 
and Gets Acquainted with Bert Smith 


ICK PRESCOTT, engineer of 
e equipment of the Consolidated 

Railway & Light Company, was 
very much interested in what Bert 
Smith, the armature room foreman, had 
just said about his difficulties in order- 
ing material. Dick’s primary object in 
thus talking with the various foremen 
was to find out just how the engineering 
department might be of real service to 
them. ; 


Bert Smith had indicated a specific 
difficulty. The job of checking up parts 
and materials for routine armature room 
requirements consumed a considerable 
part of his time. He had just said that 
he would rather have a good order clerk 
than the services of an engineering 
department. 


“T am afraid you look on an engineer- 
ing department as being extremely 
technical and far removed from every- 
day shop needs,” replied Dick. 


“Well, what good’s it goin’ to do me?” 
countered Bert. 


“Por one thing,” said Dick graciously, 
“I think we might be able to help you 
out on this particular material job that’s 
bothering you now.” 


“How do you mean?” asked Bert, still 
on the defensive. 


“Tet’s see if I’ve got the thing 
straight,” replied Dick, still sparring in 
the attempt to bring Bert to a more 
receptive frame of mind. “You have 
quite a number of different types of 
motors and armatures to maintain. Each 
of them requires a wide range of 
materials and parts.” é 


“That’s the dope,’ said Bert with a 
nod. 


“To make sure the correct material 
or part is requisitioned on the store- 
room, you spend quite a lot of time 
checking up on catalogs. If you don’t 
have the right description on the requi- 


sition maybe the storeroom will order 
the wrong material.” 


“It don’t get that far very often, but 
it does take a lot of running back and 
forth to keep things straight.” 


“T can readily understand that,” added 
Dick. “Now, my thought is that we 
could help considerably by making up 
standard bills of material for each 
armature and motor. These could list 
accurately the right catalog number and 
type of part required. When any change 
in construction has been made since the 
original equipment was put in service 
the correct sizes of materials and parts 
would all appear. You’d have copies of 
those bills out here and so would the 
storeroom. Those bills would require 
some trouble and effort to prepare, but 
they would save a lot of shop and 
storeroom time.” 


“Say, is that the kind of work this 
engineering department’s goin’ to doP” 
exclaimed Steve, breaking into a broad 
grin. 

“That’s part of it,” smiled Dick. 


“Put her there, kid! I’m with you. 
If that’s the kind of things you're goin’ 
to be doin’ you can bank on me, boy. 
Gee! That’d certainly help us a lot.” 


“Fine,” replied Dick. “I’m glad to 
hear that. You know I’ve got a lot to 
learn, but with the help of you fellows 
I think we can make the job run a little 
smoother all the way along the line.” 


“Say, while you’re talking about mak- 
ing things run smooth, I wish somebody 
would make these people downtown see 
how much money we're throwing away 
trying to keep some of this old junk 
in operation.” ‘ 

“What do you mean?” asked Dick. 

“Come over here and I'll show you.” 


The two men moved toward a row of 
armatures in a rack at one side of the 
shop. 
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7. Examine and repair feeder signal 
crossarms, and‘ wood brackets. ; 
| 8. Examine and repair ‘feeder taps 
and renew or add feeder taps as 
required. 

_9. Examine, clean and repair all 
lightning arresters, paying particular 


attention to ground wires. 


10. Examine all joints of railway 


‘poles, reporting any which are likely 


to give trouble from any cause before 
the next general inspection. 

11. Examine, repair or renew all 
guys, anchors and guy markers. 

12. Keep the tower truck and line 
ear in good condition and plan work so 
as to keep mileage as low as practicable. 

13. Follow the recommended specifi- 

cations of the American Electric Rail- 
way Association for 600-volt d.c. trol- 
ley construction as far as local cir- 
cumstances permit. 
_ Adherence to this schedule, to- 
gether with a close watch for poor 
wire which was replaced when 
found, enabled threatened breaks to 
be caught before they occurred. A 
close watch by the maintenance men 
at car shops of trolley wheels and 
harps has also been the means of 
avoiding breaks. Actual results from 
the use of this inspection include a 
reduction of the number of trolley 
breaks from 193 to 33 in a period of 
two years. 


_ Keeping in Touch with 
Maintenance Crews 


(‘LOSE contact is maintained at 
NAall times by the Union Street 
Railway, New Bedford, Mass., be- 
tween its repair crews and the com- 
pany headquarters. When work cars 
move from place to place, the men 
in charge inform the telephone oper- 
ator at a centrally located switch- 
board of their movements. To assist 
in keeping a record, a circular chart 
divided into numerous subdivisions 
is used. On the outer edge of each 


- subdivision is the route number of a 


car line. Names of various locations 


This Chart Show at 


Revolving Pointers on 
a Glance the Lo ation of the Tower 
Truck and Line Car 


; 


operators. 
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UNION STREET RAILWAY Co, 
TRACK AND LINE REPORTS 


LOCATION Uo ~ fr. - 


REPORTED BY ¢ 


REPORTED TO. 


REPAIRED BY 


DESCRIPTION OF WORK DONE 


LOCATION Me LR. 


REPORT, 


Form Used by the Union Street Railway 
for Reporting Repair Work to 
Line and Track 


along the lines are written beside 
the route number. Revolving pointers 
show at which location the truck and 
car may be found. 

Records of their movements are 
kept also by the crews themselves. 
The form used for this purpose is 
divided into two sections separated 
by a line of perforations. When 
filled out the upper half becomes a 
permanent part of the records of the 
maintenance of way department. 
These reports serve a threefold pur- 
pose. They constitute a permanent 
record of the repairs, a verification 
of the work actually done with that 
reported, and serve as a means of 
classifying the mechanical failures 
which occur in any individual piece 
of equipment. 

The city of New Bedford is 
divided into three sections and a 
uniformed street railway inspector 
is on duty at all times in each sec- 
tion. These inspectors report hourly 
to the switchboard operator, who 
also keeps a record of their location. 
By this means it is easy to locate 
an inspector in case of emergency. 
Reports of defective rolling stock, 
delays, fires, etc., are recorded by 
the operator on a daily happening 
sheet. News of such occurrences is 
promptly conveyed to the department 
concerned. 

Various general duties have been 
added to the work of the telephone 
In order to simplify mak- 
ing replies to inquiries of a general 
nature, a large map has been placed 
on a glass-covered table in front of 
the operator, so that at a glance he 
can give a correct reply. Included 
in the data shown are time-tables for 
all trolley, bus, railroad and steam- 
boat lines of other companies, as well 
as those of the Union Street Rail- 
way. Information relative to athletic 
contests, amusement parks, parades 
and rates of fare is also given by 
these operators. 
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Promotion for Merit 
Favored by Railways 


ETHODS of promotion for elec- 
1 tric railway shop employees 
have recently been the subject of a 
study made by Sherman Service, 
Inc. Questionnaires were sent by 
the technical and research division 
of this organization to nearly 70 rep- 


ps 


BASIS OF PROMOTION FOR EMPLOYEES IN CAR 
hie AND CAR MAINTENANCE DEPARTMENTS! 
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Analysis of Replies Received | 


resentative electric railways through- 
out the country. The answers 
showed that merit only is the basis 
used by 74 per cent of the companies 
for filling foreman and other super- 
vising officials’ positions in the shop. 
As a basis for promotion of employ- 
ees, however, seniority, providing 
reasonable ability and merit also 
exist, is the criterion of 65 per cent 
of the companies. All, however, said 
that promotion for merit alone de- 
velops the greatest’ individual effi- 
ciency. 

The results have been separated 
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Sereened Tool Lockers in Truck Shop of Denver Tramway 


into union and non-union shops. It 
appears that merit as a basis for 
promotion is somewhat more gen- 
erally used in the union shops than 
in the open shops, as shown in the 
accompanying charts. 

When employees are transferred 
to a new position, they are not 
ordinarily required to serve on trial 
until qualified or confirmed. Fifty- 
nine per cent of the railways reply- 
ing to the questionnaire have no 
such practice, while 41 per cent do 
insist on a trial. The length of time 
required for qualification varies from 
ten days to six months. Usually it 
is left to the judgment of the fore- 
man, master mechanic, or else to the 
superintendent. 

Training systems for fitting em- 
ployees for higher positions in the 
shops and car maintenance depart- 
ments have been established by only 
88 per cent of the companies reply- 
ing. In the union shops, exactly 
one-half have training systems, but 
in the open shops only 28 per cent 
have done so. 

For car maintenance work the six- 
day week is standard with 80 per 
cent of these railways. Twelve per 
cent have a 53-day week and only 8 


per cent still continue the seven-day 
week. 


Screened Tool Lockers* 


EAVY wire mesh is used for 
tool lockers in the shops of the 
Denver Tramway, Denver, Col. This 
material has the advantage over wood 
or sheet metal in that the lockers 


*This article is’ based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 


Electric Railway Association by the com- 
pany named. 


are well lighted and the equipment 
within them is always in sight. As 
they are open for inspection this 
type of construction has proved an 
incentive toward keeping the ar- 


| New Equip 


SSS 
ment Available 


rangement of material in them or- 
derly and of good appearance. It is 
also impossible to place tools so that 
they are in the dark or out of the 
way in corners. 


‘Adjustable Lighting Cluster 


IGHT for night repairs, par- 
ticularly in the way and track 
departments of electric railways, re- 
quires a type of adjustable flood- 
light projector. The Ajax street 


New Type of Street Lighting Cluster 


’ reflectors is 24 in. 


been 


just 
brought out by the Railway Track- 
Work Company, Philadelphia, Pa., 
in order to meet this requirement. 
The new device is portable and 


lighting cluster has 


easily handled. Light is reflected 
from ten lamps arranged in two 
clusters. Each cluster may be 
moved in any direction, independ- 
ently of the other. The main up- 
right portion of the stand is tele- 
scoped and adjustable as to height. 
All wiring is inclosed and the con- 
tact terminal is provided on the base 
for attaching a wire from the trol- 
ley. This lighting cluster has 18-in. 
reflectors and provides for a maxi- 
mum height when extended of 7 ft. 
6 in. The minimum height when 
collapsed is 5 ft. The width of the 
crossbar between the centers of the 
The diameter of 
the base is also 24 in., and the 
weight of the unit is approximately 
100 lb. 


Electric Bar Heater 


PERATION at a cost comparing 
favorably with that of most oil 
furnaces and qualities which ren- 
der it superior to oil and coal fur- 
naces are claimed for an electric 
heater which is being marketed by 
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the American Car & Foundry Com- 
pany, Berwick, Pa. This machine is 
suitable for use in electric railway 
shops where the amount of work of 
heating rods and bars is sufficient 
to warrant its use. 

The heater takes a bar from 2 in. 
to 14 in. in diameter and from 17 ft. 
6 in. to 20 ft. 6 in. in length. De- 
pending upon the size of the stock 
treated a working heat may be ob- 
tained in from 20 to 45 seconds. The 
company states that the machine uses 
an average electrical consumption of 
9 kw.-hr. per 100 lb. of metal heated. 

Among the advantages claimed for 
the electric method of heating are 
minimum space, no fluxing loss, 
elimination of intense heat, smoke 
and gases in the shop, and the fact 
that only two bars are under treat- 
ment at one time, from which the 
heat can be immediately cut off in 
case of breakage. Rebricking of the 
furnace is eliminated since the only 
heat thrown off is that radiated from 
the bar. 


Two Machines for 


Ticket Issuing 


ANDLING ticket sales of elec- 

tric railway and motor bus lines 
by a new method has been perfected 
by John F. Ohmer, president of the 
Ohmer Fare Register Company, 
Dayton, Ohio. Two types of ticket 
printing and auditing machines have 
been brought out and their use will 
eliminate ticket offices and ticket 
sellers and in addition afford greater 
protection to the passenger and re- 
duce losses incident to the manipu- 
lation of tickets, it is claimed. 

The new machines record the fare 
paid and issue tickets containing all 
the necessary data freshly printed 
from a roll of plain paper. No pre- 
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MACHINE _ DIRECTION CONSECUTIVE 
NUMBER FROM To AMOUNT UPIBERS DATE /DENTIFICATION 
101 DOIN, 000$ OO 759 6SEP Ii 25 INT 
101 OOIN, O10$ .3O 759 TSEP It 25 10 
{01 002N 0159 US 759 8SEP Il 2% 10 
101 OO3N O12 27 759 9SEP 11 2 10 
101 OO4UN, O22$ HU 760 0SEP 11 5 10 
10! 0O4N 100$288 760 1SEP Il @ 10 
101 1005S, O52$1.U4U 760 2S5EP I 2 10 
101 1005, 001¢F7.00 7860 3SEP 11 2 10 
lol 0965, 048$1.46 760 4SEP I 25 10 
101 0608S, 025$1.05 7605S 11 25 10 
101 0425S, 006$1.08 7606SEP It 25 10 
101 0085S Nie ws 760 7SEP Il 25 10 
101 O06S, 001 1.15 760 BSP II 25 10 
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10) COlS, 000$ OO 761 ISEP It 251N7 
MACHINE 
NUMBER 
761195656 5 6 101 
1596 $564 3 6 1 101 
5 ihe 9 cd 
REGISATIONS BAe AMOUNT 


Register Record as Taken from Machine 


viously printed tickets are necessary. 
These tickets combine the functions 
of receipt for fare, hat check, and a 
transportation ticket. They identify 
the passenger with the extent and 
character of the transportation sold, 
so that he is protected from over- 
charge or from any possibility of 
being compelled to pay two fares. 
The auditing machine automatically 
compiles a printed daily report for 
use of the management in check- 
ing the conductor’s returns. 

These new machines are known as 
No, 74 and 79. The No. 74 prints 
and issues a ticket to the passenger 
on payment of his fare. Accompany- 
ing illustrations show the machine, 
the tickets and the printed report of 
the day’s business. The figures on 
each ticket correspond with the 
figures on the record. This printed 
record of the day’s business is taken 
from the machine once each day for 
use of the auditing department. 
Referring to the sample record illus- 
trated, the first column beginning at 
the left gives the number of the 


At Left, Rear View of N 
Showing Treadle. 
F 


o. 14 Ticket Printing Fare Register. In 
At Right, No. 79 Portable Type of Register 


Center, No. 74 Register 
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machine, the next two columns of 
figures show stations from and to 
which the fare is paid. The letters 
“N” and “S” between these columns 
indicate the direction in which the 
car is moving. The fourth column 
gives the amount of the collection 
made, and the fifth column shows the 
consecutive number of each trans- 
action. Columns at the right of the 
record give the date and the identi- 
fication number of the conductor and 
the inspector. The totalizing printer 
shown at the bottom gives the open- 
ing and closing numbers of the 
registration. On the record shown 
the registration begins with 7596 
and ends with 7611. By substract- 
ing the former from the latter the 
number of registrations is found. 


DIRECTION 


CONSECUTIVE 
from | TO AMOUNT —YUMBERS DATE 
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Tickets as Issued to Passengers for Cash 
Fares Paid. The Amount Paid and the 
Station Indication from and to Which 
the Fare Was Paid Are Printed on the 
Ticket 


The total-of the amount received is 
also obtained in a similar manner. 

The No. 79 machine is relatively 
the same as the No. 74 but is very 
much reduced in size and weight. It 
may be used as a stationary machine 
when inflexibly attached to the bus 
or car, or it may be conveniently 
lifted from its supporting bracket 
and carried by the driver. The 
weight of this machine when loaded 
is approximately 7 lb. Its size is 
i in. wide by 64 in. deep by 7% in. 
high. This latter type machine is 
particularly suitable for all types of 
vehicles and ig capable of meeting 
fare collection requirements ranging 
from 1 cent to $9.99, and from 1 to 
1.000 stations. A complete record 
of each transaction is furnished. 
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Reducing Vehicular Congestion in the 
Chicago Loop District* 


By E. J. McILRaAitH 
Staff Engineer Chicago Surface Lines 


UT of the half million people who 

come into the downtown district 
of Chicago, known as the Loop, 
less than 20,000 can be served by the 
parking in the streets in a business 
day. Why is such a privilege extended 
to that small number at the expense of 
the great majority using this small 
area? An automobile is the most ex- 
travagant user of space in the city 
streets. There is usually an average 
of less than two people in each’ auto- 
mobile, and the streets are largely oc- 
cupied by cars of that character. The 
privilege of getting into the Loop by 
automobile is necessary to certain 
classes of business and should be pre- 
served, as far ‘as possible, for the 
necessary business of the community. 

People come into the Loop in auto- 
mobiles for various reasons, of course, 
some for sightseeing or for a little in- 
cidental shopping. We all know that 
no one can do any real volume of shop- 
ping in the 30-minute parking period 
that is allowed, and if he cannot do 
it in 30 minutes he will use more time 
under present difficulties of enforce- 
ment. 

Parking space in front of a building 
is equally the property of all the 
tenants of that building, and if that 
‘street space in front of the building 
is to be apportioned among the tenants 
it would have to be several hundred 
times the space that extends around 
the building. 

A man who comes into the Loop with 
a private car, using street space very 
uneconomically, should be willing to 
pay a price for that privilege. He 
should be willing to pay 75 cents to $1 
for putting his car into a garage in- 
stead of using public streets for park- 
ing and, if that is done, it will auto- 
matically take care of those who are 
not using their cars to advantage in 
coming to the Loop. 

Speaking for the Henrici business, 
Mr. O’Toole has told you of the amount 
of business he has lost in five weeks. 
If any one could go into the Henrici 
restaurant and get a meal and get out 
in 30 minutes, he is not going to spend 
much money, and 30 minutes is the 
period allowed in the Loop. If Henrici’s 


counted those who were able to park. 


in front of their restaurant it would 
be found that they could not park 
enough vehicles in front of that place 


*Abstract of a paper presented at a meet- 
ing of the sub-committee on local ve- 
hicular traffic of the committee on local 
transportation of the City Council of Chi- 
cago, Dec. 1, 1925. 


to pay for their electric light replace- 
ments. 

If you have 50 ft. of street frontage 
it belongs to the tenants on all the 
floors, and if you permit equal use to 
all the people represented by that 
frontage, would there be any possi- 
bility of such a business as Henrici’s 
being able to use it sufficiently to 
make any noticeable profit? 

The privilege of unloading and load- 
ing during the day should be limited, 
which means that certain classes of 
business should use the quiet hours of 
the day for loading and unloading. 
This applies to coal, ashes, heavy mer- 
chandise, building materials, and such 
bulky material. For handling such 
service as the bottled water supply or 
towel delivery, a supply should be de- 
livered to each building and the truck 
should be driven away while the office 
delivery is being made. That is only 
one of the unfortunate nuisances, one 
of many that exist in the Loop. 

Parked vehicles are now using public 
street space that is conceded by all to 
be necessary for movement of vehicles, 
and we have got to use that space for 
movement by some expedient. The ve- 
hicles are using public space that is 
needed and also wasting the air rights 
over that space. Suppose we take the 


_alternative and make an arcade on the 


first floor of each building downtown, 
put the sidewalks under the arcades and 
use the present sidewalk space for park- 
ing. Then you could establish the use 
of the air rights over the sidewalk sec- 
tion of the streets and could better 
afford to use the present sidewalk 
space for parking. But would any 
building manager in Chicago or any 
merchant be willing to concede a single 
square foot of his space as a trade for 
that privilege of retaining parking? 
No one would do it. 

If they won’t do that, and it is 
economically impossible to build the 
arcade solely for retaining parking 


space even when using the air rights / 


over it, then there is no economic ad- 
vantage to anybody at the present time 
in parking in front of the doors of busi- 
ness houses in the congested sections, 
and certainly the street space is en- 
tirely inadequate for the moving of 
vehicles downtown. 

Business has been built up along fhe 
busy streets of Chicago because of the 
accessibility to and from the business 
area, not because of parking or of 
standing vehicles out in front of the 
buildings, but because a number of 
people can get to and from the area 


conveniently. Downtown is congested 
because of the unfair use of parking 
space by automobiles that do not prop- 
erly belong there; automobiles and 
street cars cannot get through easily 
because of the congestion, and when 
vehicles are moving as they are today, 
at less than 5 m.p.h. in the downtown 
area, you cannot call it anything but 
intense congestion. 

If the business of this district is de- 
pendent on less than 20,000 of the 
500,000 or more who are in and out of 
the Loop every day, then the 480,000 
have-a very small ratio of value as 
compared with the 20,000. . 

This question has to be recognized in 
a dollars and cents way by the mer- 
chants and business people rather than 
in any other way. Is it better to have 
free moving streets for 500,000 and to 
invite others to come because of this 
freer movement, or to provide parking 
for a maximum of 20,000 many of 
whom need not use automobiles while 
the others can find places to store their 
cars at a reasonable price? This 
trouble is the result of long standing 
habit or custom, and it has to be 
properly limited. 

We have figures on the number of 
people walking on State Street from 
Madison to Monroe. We found there 
were walking along the street 95,000 
people in the period from 11:30 to 6 
o’clock. The sidewalks carried 95,000 
pedestrians in that one block and, at 
the same time, the automobiles and 
taxicabs passing there carried less 
than 5,000 people, and they took up 
much more space. 

On Madison Street, between Dear- 
born and State, with no street cars 
there at all but with the street given 
over for 45 ft. in width to moving 
vehicles, approximately 7,800 people 
were accommodated by moving vehicles, 
and at the same time there were 
walkers to the number of 66,000. 
Those figures indicate the relative 
value of automobiles in producing trade 
and pedestrians who are dependent on - 
getting there by some other means than 
by automobiles. 

The streets are incompetent at the 
present time to handle all the pedes- 
trains who are there and are cluttered 
by this additional and unnecessary 
street traffic. In that period there were 
on Madison Street 2,342 automobiles 
passing by and 1,705 taxicabs. In 
State Street there were 2,467 auto- 
mobiles and 1,653 taxis, or the num- 
ber of taxis was two-thirds of the num- 
ber of automobiles. ~ 

There were 400 more empty taxicabs 
than there were used taxis. In other 
words, if you take the same number of 
empty taxis moving along the street 
as there are used taxis, assuming: that 
a vehicle going in a given direction 
with passengers must necessarily go 
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- back empty, although they frequently 


pick up passengers coming back, but 
giving them all the advantage of it by 
assuming a necessary empty return 
trip, there were 400 unnecessary trips 
for empty taxis going along that one 
block. These were cruising taxicabs, so 
taxis are probably a major problem 
rather than a minor problem, besides 
the other interference introduced be- 
cause of the left turn made in the 
middle of the block that is so extremely 
objectionable to traffic as it moves 
aiong. 

The problem is that of regulating the 
movement of all kinds of vehicles 
rather than one particular group, be- 
cause the congestion in the downtown 
streets is not congestion created by any 
one single group of vehicles, unless you 


~ say a greater share of it is created by 


the taxis than by any other single class 
of vehicles. 


BUILDING METHODS CAUSE CONGESTION 


Another very objectionable thing 
downtown and the cause of congestion 
in streets that should also be taken 
care of is the use of the street for 
building material, and for deliveries of 
building material that can be made 24 
hours of the day. There are plenty of 
union men delivering milk at all hours 
of the day and men working on each 
of three shifts. Street car operation 
requires that men be working through- 
out 24 hours of each day, and all serv- 
ice on the downtown streets has to be 
so handled that the streets can actually 
serve the purpose of the business down- 
town. These streets cannot be used for 
delivery of unnecessary and bulky ma- 
terial and at the same time used for 
the movement of customers to and from 
the business buildings, and no one 
downtown who is desirous of making 
his office building accessible to his cus- 
tomers can expect to make it more ac- 
cessible by the presence of a large num- 
ber of unnecessary delivery wagons 
of different sorts and the handling of 
ashes or coal during the business 


‘period. 


It is unnecessary as an engineering 
problem to maintain such a large per- 
centage of the street space for cheap 
material as sand, gravel and crushed 
rock, to the detriment of thousands of 
people who are forced to use that street. 
There is plenty of space in a building 


- where the material can be handled, and 


it needs only just a little study from an 
engineering standpoint in order to take 
eare of that nuisance. 

One outstanding feature of this sea- 
son has been the building of the Morri- 
son Hotel, where the entire steel used 
for the building was hoisted from the 
Clark Street side, when it could just 
as well have been hoisted from a court, 
which could have been filled in later 
if it was not to be a permanent court, 
or hoisted through the permanent court, 
if there was one. The steel could 
have been handled without the necessity 
of tying up traffic for as much as ten 
or fifteen minutes each time a piece of 
steel was hoisted 30 stories. 

Two years ago in the Christmas rush 
period it took between 50 and 60 
minutes at certain periods of the day 
for a street car to go from Harrison 
north on State and Randolph back to 
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Harrison. Last year, after no left- 
hand turn enforcement and after the 
rerouting of the street cars, those 
same street cars could make the trip 
in less than 25 minutes, in the Christ- 
mas period. In other words, there was 
25 minutes of time saved to the street 
car and its passengers. That meant 
that half the street cars were out of 
the Loop and doing business, and giving 
the people that much more accommo- 
dation. This year it should be down 
to fifteen minutes, yet that movement 
should be possible in ten minutes, if 
proper street regulation is maintained. 


Interline Accounting to 
Be Discussed 


TANDARDIZATION of _ interline 

accounting forms and practices to 
conform as nearly as possible to steam 
railroad methods is to be the subject of 
discussion at the 50th meeting of the 
Central Electric Railway Accountants’ 
Association at the Miami Hotel, Day- 
ton, Ohio, Jan. 22 and 238, 1926. One of 
the major items to come up for action 
wili be the report of a special commit- 
tee appointed at the last meeting to 
consider mandatory rules. Rapid de- 
velopment of interline freight business 
has increased the number of compul- 
sory accounting rules in order to facili- 
tate the movement of traffic, settlement 
of claims, etc. Other questions to come 
up at this time concern a code of per 
diem rules, switching reclaim rules and 
car service rules. 

At the last meeting of this associa- 
tion it was decided that an agenda con- 
taining the advance reports of such 
committees as are ready would be 
issued prior to future regular meetings. 
Such a pamphlet for the coming meet- 
ing has already been distributed to the 
members of the association. 


COMING MEETINGS 


OF 


E eric Railway and 
Allied Associations 


Jan. 6—American Society of Civil 
Engineers, Engineering Societies 
Building, 29 West 39th Street, New 
York, N. Y. 

Jan, 14-15 — Kentucky Association 
of Public Utilities, Annual Meeting, 
Brown Hotel, Louisville, Ky. 

Jan. 20-21—Central Electric Traf- 


fic Association, Miami Hotel, Day- 
ton, Ohio. 
Jan. 22-23—Central Electric Rail- 


way Accountants’ Association, 
Miami Hotel, Dayton, Ohio. 

Jan. 27—New York Electric Rail- 
way Association, Hotel Commodore, 
New York, N. Y. 

Jan. 28-29—Central Electric Rail- 
way Association, Lincoln Hotel, 
Indianapolis, Ind. 

Feb. 11—Central Electric Railway 
Master Mechanics’ Association, 
Portage Hotel, Akron, Ohio. 

April 13-16—Southwestern Public 
Service Association, Galveston, Tex. 
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Civil Engineers Discuss Suburban 
Rapid Transit 


Pe ue of suburban rapid tran- 
sit in the metropolitan area of New 
York City were the subject of discus- 
sion at a meeting of the New York 
Section, American Society of Civil En- 
gineers, held at the Engineering So- 
cieties Building on Dec. 16. The sub- 
ject was introduced by Thomas Adams, 
general director of plans and surveys, 
Regional Plan of New York and Its En- 
virons, who told of the relation between 
city planning and suburban rapid tran- 
sit development. An abstract of his 
paper will appear in a future issue. 

H. M. Brinckerhoff, consulting engi- 
geer, of Parsons, Klapp, Brickerhoff & 
Douglas, described plan B of the West- 
chester County Transit Commission. 
This contemplates a subway to the 
lower part of New York City, pass- 
ing underneath Madison Avenue. At 
stations there would be double the 
number of tracks existing elsewhere in 
the tunnel. This would. greatly in- 
crease its capacity by permitting con- 
siderable time for loading and unload- 
ing. It is estimated by Mr. Brincker- 
hoff that the proposed rapid transit 
line could carry 110,000,000 passengers 
a year’as compared with 40,000,000 
now using the Grand Central Station. 
If only two tracks are provided at first 
the capacity would be 65,000,000 pas- 
sengers and the cost $95,000,000. For 
four tracks the total cost would be 
$150,000,000. It is expected that an ad- 
ditional charge of 10 cents to 15 cents 
per passenger would produce a_ suft-~ 
cient return on the investment inyolved. 

Development of the Long Island 
Railroad as the greatest suburban rail- 
road in the country was described by 
Hobart Rawson, special engineer, Long’ 
Island Railroad. He said that between 
8 and 9 a.m. his road carried an aver- 
age of 29,000 passengers a day into the 
Pennsylvania Station and 14,500 addi- 
tional passengers into its Atlantic Ave- 
nue Terminal. Only a comparatively 
small increase in the number of passen- 
gers is possible with the present tubes. 
Development of a new type of car 
might increase the seating capacity 
somewhat, but he believed that the 
practicable limit has been reached in 
the length of trains and frequency of 
service. Studies have been made with 
a view to. the establishment of a ter- 
minal in Long Island City, with rapid 
transit connections. More than 70 per 
cent of all inbound traffic is carried be- 
tween the hours of 7 and 10 a.m. The 
greater part of this originates within 
the municipal limits of New York City, 
he said, and should be handled by city 
rapid transit lines rather than by the 
Long Island Railroad. If this were 
done the capacity of the railroad would 
be adequate for a long time to come. 

In the absence of D. L. Turner, con- 
sulting engineer of the North Jersey 
Transit Commission, who was unable 
to be present, B. H. Sanders, chairman 
of the commission, spoke briefly. He 
said that the commission’s report was 
almost ready for publication and that 
it harmonized admirably with the plans 
of the Westchester Transit Commis- 
sion. 
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The rapid transit problem is acute 
because New York City is the greatest 
business center in the world, according 
to Major E. C. Church, transportation 
engineer, Port of New York Authority. 
He said that a bi-state commission to 
study the freight problem had. proved 
advantageous and might well be an aid 
in solving the passenger problem. 
Nothing must be allowed to interfere 
with proper handling of freight, he said. 
General discussion followed the con- 
clusion of Major Church’s talk. 


Educational Methods Explained 
to New England Club 


EMONSTRATION of the foreman 
conference was the feature of the 
New England Street Railway Club 
meeting held at Boston, Dec. 17. The 
afternoon session, which was convened 
in the Boston Elevated School Room, 
was opened by F. Gordon, general man- 
ager Cumberland County Power & 
Light Company, Portland, Me., as chair- 
man. .H. E. Potter, assistant to the 
superintendent of transportation Union 
Street Railway, New Bedford, Mass., 
read a paper illustrated with lantern 
slides on the educational work of his 
property. This was discussed by G. E. 
Pellissier, Holyoke, Mass.; H. K. Ben- 
nett, Providence, R. I., and J. B. Craw- 
ford, Concord, N. H. 
The foreman conference conducted by 
H. H. Norris, educational adviser Bos- 


ton Elevated Railway, was typical of a 
series of such conferences which are im- 
portant elements in the extensive edu- 
cational work of this company. The 
particular subject discussed was “Inter- 
est.” This was a normal 75-minute 
meeting condensed into twenty minutes. 
Outstanding incidents in the work of 
these foremen, fifteen in number, were 
reported and the subject analyzed to 
bring out the elements of interests 
shown in handling such cases. 

The evening session was a dinner 
meeting held in the Copley Plaza. The 
first speaker was H. T. Sands, vice-pres- 
ident Charles H. Tenney & Company. 


Mr. Sands spoke on “Public Relations— — 


What and Why.” It is the first duty of 
a public utility to advise the public re- 
garding the facts of the company’s ac- 
tivities, he said. Creation of public rela- 
tions is a preventive of public attack 
and is a great asset. Employees must 
be trained to know the business of the 
company for their own interest, as well 
as improve their contact with~ the 
public. 

Labert St. Clair, director of adver- 
tising American Electric Railway As- 
sociation, gave a talk on “Hoosier 
Recipes,” drawing a parallel between 
Mellie the Fiddler who sprang into 
fame over night and the dormant ideas 
of advertising of many railways. Mr. 
St. Clair said that Mellie’s success was 
his simple nature, his simple represen- 
tation and his frank statement that he 
wanted to make some money. 


il American ‘Asaocinea News 


Manufacturers’ Engineering 
Committee Starts Work 


| ee G down a program of work and 
deciding on particular studies that 
should be made at the beginning of its 
co-ordinated car study occupied the at- 
tention of the car manufacturers’ engi- 
neering committee, which began its 
work at the association headquarters, 
New York City, Dec. 14. The committee 
as now constituted consists of G. C. 
Hecker, special engineer of the asso- 
ciation as chairman; James A. Brooks, 
of the J. G. Brill Company, represent- 


ing the car manufacturers; C. A. Bur-— 


leson, General Electric Company, and 
W. J. Clardy, Westinghouse Electric & 
Manufacturing Company. 

At the beginning, Lucius §S. Storrs 
and James W. Welsh outlined to the 
committee what they considered as the 
objectives to be accomplished and the 
scope of the work to be undertaken. 

There is a firm belief, Mr. Storrs 
stated, on the part of those responsible 
for the formation of the committee, that 
the most successful electric railways 


are those that have consistently pur-' 


chased modern cars and have modern- 
ized their operating methods. A sur- 
vey of obsolete equipment should reveal 
the extent to which prosperity, new 
cars and modern methods go hand in 
hand. Such an analysis, Mr. Storrs 
said, should show how extensively a 
realization cf the fact that a new era 


‘ 


in urban transportation has dictated a 
modernization of rolling stock and 
methods of operation for the financial 
rehabilitation of the corporations. 

The chairman of the committee, Mr. 
Hecker, reviewed the various events 
that led to its organization and out- 
lined some essentials that could be 
properly considered. 

It was agreed that the preliminary 
work should be directed along three 
principal lines. . First, the assembling 
and analyzing of information regarding 
various types of cars now in service 
which might be considered obsolete. 
Second, beginning a program for ob- 
taining and studying the results that 
have been obtained from extended use 
of most modern car equipment. Third, 
a study of various types of modern cars 
already constructed to permit concen- 
tration on the designs that appear to 
offer most beneficial results in opera- 
tion and reduced cost in manufacture. 

The various car manufacturers will 
be requested to furnish the committee 
immediately with floor plans and eleva- 
tions of late types of light-weight low- 
floor cars already constructed, which 
they consider have desirable features. 
These will be used by the committee in 
its study to set up definite recommenda- 
tions of sizes and types most desirable 
‘for different classes of service. 

The representatives of the electrical 
manufacturers will assemble informa- 
tion immediately to show savings in 


operation and maintenance which have 
resulted on properties using late types 
of car equipment. A study will also be 
made, of the increased income that has 
been obtained. 

‘The committee has outlined a very 
comprehensive program for getting in- 
formation together quickly and it plans 
to complete the work as soon as pos- 
sible. The committee will also keep the 
industry informed as to the progress 
made, and as soon as decisions are ar- 
rived at for any part of the work, these 
will be given out immediately. 


Traffic Congestion 


RELIMINARY discussion of the 

program for the coming year will 
be held by the committee on traffic con- 
gestion of the Transportation & Traffic 
Association at its first meeting at the 
Hotel Statler, St. Louis, Mo., on Jan. 
8, 1926..—A. R. Myers, chairman, has 
sent memoranda to members of the 
committee asking that they furnish 
him in advance with suggestions for 
Me which might profitably be under- 
taken. 


Equipment 


| Deen for work to be under- 
taken during the year and ap- 
pointment of sub-committees made up a 
busy. two-day session of the equipment 
committee held at association headquar- 
ters, New York, Dec. 10 and 11. Those 
present were P. V. C. See, chairman; 
Daniel Durie, sponsor; C. W. Squier, 
secretary; Walter S. Adams, W. W. 
Brown, R. S. Bull, A. T. Clark, M. R. 
Hanna, J. M. Hipple, J. C. McCune, 
J. S. McWhirter, E. S. Sawtelle, R. B. 
Smyth and H. S. Williams. 

In the review of existing standards 
and Manual sections the question of 
providing additional brake shoe stand- 
ards for the A.R.A. contours was dis- 
cussed. Investigation will be made as 
to the demand for these shoes, so as to 
determine the advisability of proceeding 
with this work. All specifications are to 
be reviewed and are to be brought up 
to date, particularly specifications 
which are similar to those of the Ameri- 
can Society for Testing Materials. Par- 
ticular attention will be devoted to vari- 
ous fits with the idea of reducing the 
amount of variation from theoretical 
standard dimensions. It was pointed 
out that in the standards for journal 
boxes and contained parts, that with a 
maximum width of box and a minimum ~ 
width of bearing the total play allowed 
is # in. This was considered too much. 
Since all journal bearings used by elec- 
tric railways are of uniform shape, it 
was considered advisable to have but 
one drawing with a table of dimensions 
and letters so as to reduce the number 
of drawings necessary to refer to for 
différent types of bearings. The revi- 
sion of specifications for automatic 
couplers and radial draft. gear, also 
for the location of end connections on 
interurban cars, are to be taken up with” 
the Central Electric Railway Associa- 
tion, so as to obtain its recommenda- 
tions for revision. " 

The sub-committee appointed for sub- 
ject No. 1 is C. W. Squier, chairman; 
W.S. Adams, M. R. Hanna, J. M. Hip- 
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ple, E. S. Sawtelle, H. S. Sweet and 


J. M. Yount. 

“Subject No. 2 includes a study of the 
design of hand brake equipment, to- 
gether with foundation brake rigging, 
with a view toward standardization, and 
the extension of the study to cover 
maintenance and installation of air 
brake equipment. It was decided that 
a specification should be prepared for 
the installation of brakes and brake 
rigging, and that recommendations for 
standardization be made. Attention 
will also be devoted to providing a mis- 
cellaneous method and practice for the 


_ maintenannce of air brake equipment. 


The sub-committee appointed on this 
subject was J. C. McCune, chairman; 
W. S. Adams, W. C. Bolt, R. S. Bull, 
A. T. Clark and J. S. McWhirter. 

Subject No. 3 is a study of car paint- 
ing. This year’s equipment committee 
will devote particular attention to ob- 
taining opinions and results from the 
use of the lacquer finishes. The sub- 
committee appointed for this subject is 
R. S. Bull, chairman; W. C. Bolt, J. H. 
Lueas, A. D. McWhorter, H. S. Williams 
and J. M. Yount. 

Subject No. 4 includes a study of mo- 
tor coach design and standardization, 
which is to be made in co-operation with 
the Society of Automotive Engineers. 
The specifications presented by last 


year’s committee are to be reviewed, 


and a study is to be made of methods of 
inspection of buses, with the idea of 


- incorporating this as a miscellaneous 


method and practice. The sub-com- 
mittee appointed for this subject is A. T. 
Clark, chairman; R. B. Smyth, J. H. 
Lucas, W. H. McAloney and H. S. 
Williams. 

Subject No. 5 includes a study of 
helical and spur gearing, including long 
and short addendum teeth. Information 
is to be obtained on tooth shapes and 
the forms now being put forward by 
manufacturers as most desirable. Life, 
noise, vibration and end wear are im- 
portant points which will be considered 
in comparing various types of gearing. 
A study of the “wisdom tooth” is to be 
made. The sub-committee appointed on 
subject No. 3, is W. W. Brown, chair- 
man; M. R. Hanna, J. M. Hipple, A. D. 
McWhorter, E. S. Sawtelle and H. S. 
Sweet. : 

_. Subject No. 6 is-a new one for the 
‘equipment committee, but one which 
was previously taken care of by a spe- 
cial committee. It includes a study of 
the code for unfired pressure vessels as 


‘prepared by the boiler code committee 


of the A.S.M.E. Points in the present 
code which are considered objectionable 
include requirements for a substantial 
lifting device on safety valves; the re- 
quirement for testing safety valves once 
each day; the necessity for providing a 
drain of at least 2 in. diameter on each 
safety valve; requirements for thick- 
ness of shell and end plates, particularly 
for the 16-in. diameter tanks; exclusion 


_ of fusion welding in the manufacture of 


tanks and provision for manholes and 
hand holes. The sub-committee ap- 
pointed on this subject is J. 8. Mc- 
Whirter, chairman; W. S. Adams, W. W. 
Brown, J. C. McCune, W. H. McAloney, 
R. B. Smyth and C. W. Squier. 
''Ewo new, subjects are to be studied 
by the equipment committee. The first 
is subject No. 7, which includes a study 
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of modernization of car equipment and 
car construction, with special reference 
to appearance, comfort and convenience 
of passengers. Suggestions for im- 
provements in rolling stock are to be ob- 
tained from various member companies 
of the association, and this information 
will be arranged so as to draw con- 
clusions. The sub-committee appointed 
on this subject is H. S. Williams, chair- 
man; W. S. Adams, W. S. Bolt, A. T. 
Clark, W. H. McAloney, H. S. Sweet. 
The other new subject, No. 8, includes 
a study of motor leads, connectors, and 
supports to provide a “miscellaneous 
method and practice” on the subject for 
inclusion in the Manual. This study is 
to include the size and stranding of 
leads, covering for cables, terminal 
markings, and methods of support and 
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connectors for the cables. The sub- 
committee appointed on this subject is 
R. B. Smyth, chairman; W. W. Brown, 
M. R. Hanna, J. M. Hipple and A. D. 
McWhorter. 

The subject of suitable waste for 
packing bearings and various methods 
of lubrication and the reclaiming of 
waste and oil is to be taken up as a 
revision of the miscellaneous method 
and practice now existing on lubrica- 
tion of car equipment. © Information 
will be collected and arranged so as to 
include the latest methods. 

Tentative dates and places for future 
meetings of the equipment committee 
were decided upon. The second meet- 
ing is to be held March 15 and 16 at 
Detroit, Mich., and the third meeting 
May 20 and 21 at New York City. 


Industrial Education Discussed 
by Metropolitan Section 


DUCATIONAL methods held the 

center of the stage at the meeting 
of the Metropolitan Section of the 
American Electrie Railway Association 
in New York City on Dec. 11. The 
substantial value of the three papers 
and discussions read made the meeting 
one of outstanding importance. 

The meeting was preceded by a 
“dutch treat” dinner at Keene’s Chop 
House attended by 87 members. 
Promptly at 8 p.m. President J. W. 
Hulme called the meeting. to order 
in the auditorium of the Engineering 
Societies Building. Reports were read 
by Chairmen R. F. Carbutt of the 
membership committee, Fred Harper 
of the program committee and Treas- 
urer A. L. Hodges. Mr. Hodges stated 
that the membership had increased to 
1,075 and the section had a balance of 
something over $1,000. 

R. V. Rickcord, manager personnel 
service department, Brooklyn Edison 
Company, gave an illustrated talk on 
the educational work of that company. 
With slides the extensive testing lab- 
oratories were ‘shown, as well as proper 
methods of splicing cables. The various 
courses of instruction, what they are 
intended to teach and whom they are 
intended to include, were also illus- 
trated. A ecard record is kept of each 
student as well.as each employee. The 
school marks are kept on these cards, 
so that at all times the personal qual- 
ifications of each employee are known 
to the personnel department. 

H. P. Haas, assistant to the mechan- 
ical engineer New York, New Haven 
& Hartford Railroad, told of the work 
that his company is doing along educa- 
tional lines. His paper is abstracted 
elsewhere in this issue. 

C. S. Ching, director of public rela- 
tions. United States Rubber Company, 
told of the solution worked out to the 
problem of providing good foremen and 
superintendents for the 53 factories of 
this company, each of which employs 
from 150 to 5,000 people. The problem 
has been one of increasing production 
and modernization of methods. This 
has been met by skilled and highly- 
trained employees who know what the 
company is doing. Piecework rates 
are now in force for 94 per cent of the 
company’s payroll. 


Taking the mystery out of the busi- 
ness has been the means of taking the 
waste out of the work, Mr. Ching said. 
The simple method of posting on a 
blackboard the amount of waste in one 
material in a factory, without another 
word being said, resulted in a 26 per 
cent reduction in this waste. The an- 
nual report of the company is analyzed 
and explained to the foremen so that 
they know what the company is doing, 
what its problems are and how each 
foreman or subforeman can help to 
accomplish better results. 

In answer to a question, Mr, Ching 
said that educational work certainly 
paid. The company runs this depart- 
ment on a purely business basis, and 
if it didn’t pay it wouldn’t be con- 
tinued. 

Mr. Rickeord, answering the same 
duestion, said that the Brooklyn Edison 
Company is spending $40,000 annually 
to turn out 2,000 employees. Salary 
increases to those who have taken the 
student courses exceed by 50 per cent 
the increases to all others. 

J. A. Murnan, electrical superintend- 
ent Interborough Rapid Transit Com- 
pany, followed Mr. Ching. Prior to 
1912 the Interborough gave courses, 
but without examinations, he said. 
Examinations now are required and 
the educational work has been found 
far more effective. 

The discussion developed that in the 
early stages of industrial education, 
apprentices and other members - of 
various organizations were offered 
courses such that upon development the 
subject ,often proved a blank. Today 
the courses are given for the purpose 
of accomplishing improvement in the 
men themselves. This is gained by 
frequent examination of the students 
and through the requirement that they 
must obtain satisfactory grades before 
receiving promotion or advances in 
wages. 

Use of labor-saving machinery has 
been the outstanding development of 
industrial organization during the past 
decade. This has brought with it the 
need for more highly-trained men and 
women, the lack of whom has forced 
large industrial organizations, as well 
as public utilities, to institute courses 
for the training of young employees. 
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The education under discussion fitted 
in between the training of college 
graduates and laborers. The goal of 
these training methods is to create 
foremen or superintendents and assist- 
ant foremen. The question was asked 
as to whether the. companies employ 
college graduates to take this training. 
Two of the speakers said that such a 
man generally has the idea of receiv- 
ing more rapid promotion than is pos- 
sible in many of the industries. It 
might be easy to obtain 250 college 
men as apprentices, for instance, but 
it would only be possible to promote 
25 to positions that all of them thought 
they should receive. Hence the use of 
college graduates was _ deliberately 
limited, because if they did not receive 
advancement they were not content to 
remain a number of years as foremen 
or assistant foremen or in some minor 
executive capacity, and hence would 
leave the service for other fields. Bet- 
ter results were claimed by taking 
men with common school or high school 
education and training them as ap- 
prentices for two, three or four years, 
either in classes conducted on the 
company’s time or in some cases during 
the evenings. 

Attendance at the meeting was 216. 
Following the discussion an excellent 
entertainment was given by employees 
of the Brooklyn City Railroad. 

The next meeting will be held on 
Friday evening, Jan. 8, the subject 
being bearing design, maintenance and 
lubrication. 


Educational Work of the 


e * 
New Haven Railroad 
By H. P. HAAS 


Assistant to Mechanical Engineer, 
New York, New Haven & Hartford Railroad 


ROMOTIONAL work of the nature 

discussed by Mr. Rickcord is of vast 
importance to utilities and industries, 
because in the final analysis the suc- 
cess of any organization depends 
largely upon what human relationship 
exists between management and men. 
The New Haven road has had its own 
mechanical department association or 
company union since the strike in 1922, 
and has created a system adjustment 
board to hear and decide upon griev- 
ances not already amicably settled by 
the local boards. This board is com- 
posed of twelve members, six represent- 
ing the railroad and six representing 
the men, meeting once a month. The 
meetings are characterized by harmony, 
fairness, and understanding, and pro- 
duce confidence and definite results. 

In a large organization the medium 
through which. the management has 
contact with its men is through the 
foreman, and therefore it is very im- 
portant that he be educated and in- 
structed so as to function promptly 
both from the standpoint of handling 
men and knowing his job. The New 
Haven is going about the education of 
foremen in various ways. The person- 
nel department is doing excellent work 
by attending foremen’s monthly meet- 
ings, and giving talks on foremanship 
and relations with men. Printed papers 
are given them each month for study 


*Abstract of a paper before the Metro- 
politan Section American Electric Railway 
Association, New York City, Dec, 11. 1925. 
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at home. The mechanical department 
prepares questions each month on per- 
sonnel, medical department and safety 
work, as well as bonus administration, 


mechanical accounting, storekeeping 
and federal rules and _ regulations 
pertaining to equipment. The proper 


answering of these questions requires 
that the foreman give considerable time 
to thinking and studying about his job. 
These papers usually contain questions 
about repairs and are distributed on 
the first of each month and are re- 
quired to be returned by the 25th. 
Questions are sent to one of five ex- 
amining boards, depending upon loca- 
tion. After examination the papers 
are then returried to the foreman, to- 
gether with a duplicate copy showing 
the railroad’s answers, and the papers 
are marked in accordance with their 
correctness. The results of the ex: 
amination are sent monthly to New 
Haven, and if a foreman does not get 
the proper mark he is visited by some 
one thoroughly conversant with the 
work, and added instructions given 
to him. 

Another phase of the educational 
work undertaken is that of training 
apprentices. Since the strike of 1922 
the New Haven established apprentice- 
ship courses. After visiting a num- 
ber of schools in the cities, the matter 
of attending some of these courses was 
taken up with the men individually and 
now about one-third of them are 
enrolled in some night school. 

There are now three classes of ap- 
prentices—special, regular and helper. 
To be a special apprentice one must be 
a graduate of a recognized engineering 
college or technical school and must 
serve three years. These boys are 
recruited by representatives of the 
New Haven from the graduating 
classes. The regular apprentices are 
recruited from the rank and file of 
high school graduates, and serve four 
years. Helper apprentices are taken 
from the force of helpers who have 
previously served two years with the 
company as a helper. The length of 
this course is three years. The ap- 
prentice service is divided into periods 
of six months each with a definite 
number of working hours. Rates of 
pay change each six months providing 
the work has been satisfactory. 

Examinations are regularly given to 
all apprentices, simple but thorough, 
and show the advancement that the 
students are making. Since 8 per cent 
of the apprentices of the New Haven 
have had only a grammar school educa- 
tion this road has recently made an 
entrance requirement that a boy who 
has not had a high school education 
shall enroll in a night school if one is 
available. Through its president, Mr. 
Pearson, the New Haven road awards 
each year a number of full and half 
scholarships in Northeastern univer- 
sities to employees who satisfactorily 
pass the entrance examination and, who 


‘are recommended by their employers. 


In order that apprentices will have 
a thorough knowledge of various rules 
and standards of equipment, standard 
methods, etc., there is handed each boy 
upon his entrance various books and 
literature pertaining to the above. 
Written examinations are required 
each week during the last six months 
of the course. The boys are allowed 
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to take their books with them during 
examination and look up the answers 
to the questions, a lack of study being 
indicated by the inability to complete 
the examination in the time allotted. 

While the apprentice system is very 
new, having been in operation only 
three years, it is too early to have 
obtained data as to the results. The 
management believes that it is working 
out very satisfactorily, and improve- 
ments and additions are now being con- 
templated which will provide all oz 
the mechanics that the road will 
require. 


Reduction of Noise in 
Car Operation 


T WAS decided that tests and 

studies of noise from car operation 
should constitute the essential work of 
the special committee on reduction of 
noise in car operation, which held its 
first meeting at association head- 
quarters, New York City, Dec. 9. Those 
present were H. S. Williams, chairman; 
W. S. Adams, H. E. Bean, W. W. Brown 
and L. J. Davis. 

General discussion of the work which 
is to be undertaken this year in order 
to give the most effective line of at- 
tacking the problem of noise reduction 
indicated that the managements of elec- 
tric railway properties were the. ones 
most vitally interested in noise reduc- 
tion. The committee decided that it 
is most important to go after definite 
results. These can then be presented 
to managers in such a manner that they 
can decide upon the beneficial value of 
results and methods that can be used 
most effectively to accomplish them. 

Four types of tests in noise reduction 
were selected to which attention will be 
directed first. Instruments for measur- 
ing the volume of noise are now ayail- 
able and the committee will secure one 
of these for use in its studies. Tests 
will be made of noise resulting with 
various types of track construction, with 
various methods of wheel deadening, 
various types of gear noises and reme- 
dies for reducing them, and on trolley 
wheel noises. 

Tests and studies will be made under 
both shop and road conditions. It was 
decided that the first series of tests 
should be made in Detroit and that the 
next meeting of the committee would 
be held there at the time these tests 
are made. H. S. Williams, chairman 
of the committee, will arrange to get 
necessary instruments and take care 
of other preliminary details essential 
for making the tests. 

In addition to data and results ob- 
tained through tests of cars, tracks, etc., 
the committee plans to make an anal- 
ysis of various types of noises and the 
remedies which have been used on 
numerous electric railway properties 
and which have been found effective for 
reducing such noises. Opinions ex- | 
pressed indicate that a higher class of 
maintenance of equipment would ac- 
complish much in noise reduction and 
that close fits for all wearing parts are 
quite essential and that many of the 
fits now used by electric railways allow 
greater clearance than is desirable. It 
is certain that close fits are productive 
of long life and in most cases are worth 
the extra expense that is necessary in 
order to obtain them. 
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Merit Prize to Louisville 
Railway Employees 


Cash Award and Trip to American Elec- 
tric Railway Association Convention 
to Go to the Winner 


Employees of the Louisville Railway, 
Louisville, Ky., who had made merito- 
‘rious records in the reduction of acci- 
dents were the first to receive announce- 
ment of a special merit prize which 
has been offered by one of the directors 
of the company. In making the 
,announcement at one of the regular 
monthly safety dinners J. P. Barnes, 
president, explained that the prize had 
been conceived in recognition of a 
growing spirit of devotion on the part 
of employees to the improvement of 
public service in Louisville. 

The new merit prize will consist of a 
cash award of $75 and will be accom- 
panied by a medal to be known as the 
A. F, Connelly award to perpetuate the 
name of the company’s recently de- 
ceased superintendent of city lines. All 
employees except officers or department 
heads will be eligible, and the announce- 
ment of the winner will be made as soon 
after Jan. 1 each year as practicable. 
The winner will be the company’s guest 
at the convention of the American 
Electric Railway Association each year. 

Following are the rules which will 
govern the award: 

Selection will be made from among all 
employees, except officers and department 
heads, whose activities or suggestions have 
contributed most to the efficiency, safety, 
or popularity of the transportation ren- 
dered. For the purpose of this award all 
of the employees will have an equal oppor- 
tunity regardless of their position with the 
company. The award will be based either 
upon sustained record of excellent public 
service throughout the year, or upon one or 
more individual instances of unusual and 
outstanding public service, whichever in 
the opinion of the award committee con- 
stitutes the greatest contribution to public 
welfare and to the public service record 
of the company. 

The award committee, which will be com- 
posed of the executive officers of the com- 
pany, will consider only the names of those 
employees which are offered by one or 
more fellow-employees, as_ the candidates 
for the designation ‘‘Best Public Servant. 

The December dinner, at which the 
announcement was made, was given In 
honor of the Market, Shelby, Portland 
and Okolona lines, the Kentucky Car- 
riers operators and the employees of 
the paint and interurban shops for 
safety records made during the month. 

As the result of the interest created 
in accident reduction by these dinners, 
there has been a remarkable rise in the 
number of miles operated per accident 
over a period of several years in Louis- 
ville. This has been accomplished in 
spite of the rapid increase in the num- 
ber of automobiles operated on the 
streets. : 

When the contest was started, the 
' winning line for the first month had a 
record of less than 5,000 miles per acci- 
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dent. During this last month the Mar- 
ket Street line, which made the best 
showing, rolled up a record of 170,567 
miles per accident. 

For the purposes of the contest, 
every form of vehicular collision with 
the exception of one caused by another 
vehicle running into the rear end of a 
car is charged against the car crew. 

As the record of miles operated per 


accident has increased, the monthly 
dinners have been made to include not 
only the division especially honored by 
winning for the month, but also every 
other division which operates 25,000 
miles or more per accident. Among 
the mechanical men, the Brook Street 
shop holds the present honors with a 
nieve of 26 months without an acci- 
ent. 


Co-operation Essential to Success 


Plain Statement of Attitude of New Haven Toward Local Transportation 
in Worcester and Springfield—Conference Held in 
Worcester on Dec. 16 


HE New York, New Haven & Hart- 

ford Railroad believes that if satis- 
factory railway service is rendered to 
the citizens of Worcester there is a pos- 
sibility that the Worcester street rail- 
way system can be made to pay a fair 
return upon its value. The New Haven 
is interested because it holds the notes 
of the New England Investment & 
Security Company, which controls the 
Worcester and Springfield properties, 
amounting to a principal sum of more 
than $13,000,000 and defaulted coupons 
of more than $4,000,000. For nearly 
twenty years the New Haven has been 
forbidden by: Massachusetts law to have 
anything to say about the operation of 
these properties. Recently, by the deci- 
sion of the federal court, it was relieved 
of the obligation to sell the notes to 
which reference has been made, but 
even now it does not own any of the 
stock which solely controls the oper- 
ation. 

TRAFFIC SURVEYS SUGGESTED 


Any plan of rehabilitating either the 
Worcester or Springfield properties will 
involve the expenditure of a substantial 
amount in modern equipment and pos- 
sibly the building and maintenance of 
roadway and structures. This expendi- 
ture the New Haven is naturally un- 
willing to finance unless it may have 
some voice in how the funds are to be 
used. The New Haven is unwilling to 
go to the Legislature, asking for a re- 
moval of the legal prohibition, unless 
the communities served support the re- 
quest in the belief that the rehabilita- 
tion of the properties will be of great 
advantage to them. f 

The New Haven believes that only 
by a traffic survey ean the question be 
settled of just what should be done to 
put the properties on a modern operat- 
ing basis, so they can be made to pay 
a fair return upon their value. To this 
end it has made the following sugges- 
tion: ' 

Let the city of Worcester appoint a 
representative, the New Haven will ap- 
point one and they, with C. V. Wood, 
president of the Worcester system, will 


form a committee to make a traffic 
survey and to report to the city of 
Worcester and to the New Haven 
whether it is possible to put the Wor- 
cester property upon a paying basis and 
what financing is required. 


Mr. BUCKLAND STATES THE CASE 


In furtherance of this plan E. G. 
Buckland, vice-president of the New 
Haven, said recently: 

I appreciate that this committee cannot 
and ought not to commit either the city or 
the railroad to any expense. It seems to 
me that the survey should give special at- 
tention to what might be termed ‘‘modern- 
izing” the transit facilities through the use 
of lighter and more modern cars and motor 
buses where the latter can be operated 
more satisfactorily and economically than 
trolley cars. The committee should also 
report what, if any, action the city should 
take in the way of police regulations to 
remove obstructions to the prompt movye- 
ment of cars through the streets, 


Mr. Buckland said there is in this 
suggestion no desire upon the part of 
the New Haven to control permanently 
the transit system of Worcester. Its 
desire is to realize upon its investment. 
He said: 


The management of the New Haven will 
be gratified if it is able to create an up-to- 
date Worcester street railway system, place 
it on a paying basis and sell it back to the 
people of Worcester for a fair appraised 
value. ; 

The same position is taken by the 
New Haven with regard to the Spring- 


field property. 


CO-OPERATION OF PUBLIC AUTHORITIES 
ESSENTIAL 


The New Haven has recently given 
notice of its intention to seek legislation 
at the next session of the Massachusetts 
Legislature, but this was done to be 
within the time fixed by the statute. 
The New Haven does not propose to go 
forward unless Worcester and Spring- 
field support the request. In conclusion 
Mr. Buckland said: 


Obviously, the New Haven cannot know 
what financing will be required until the 
report of the proposed committee on traffic 
survey has been made. The experience of 
th Connecticut Company in modernizing 
the street railway facilities of Hartford and 
New Haven, and the increase in patronage 
following such action, prompts the hope 
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and belief that a like result will follow 
in Worcester and Springfield. It is the 
belief of those who have most carefully 
considered the future of street railways 
throughout the United States that in com- 
munities of the size of Worcester and 
Springfield the street car is the only satis- 
factory method of handling passengers dur- 
ing the rush hours, and that with modern 
equipment and the hearty co-operation of 
the authorities the problem of city transit 
ean best be solved by the street railway, 
operated in co-ordination with motor buses, 
than by either operation without the other. 


CONFERENCE IN WORCESTER ON DEC. 16 


Mr. Buckland met the directors of the 
Worcester Chamber of Commerce, the 
Mayor and the city solicitors on Dec. 16 
to discuss the New Haven’s plans for 
reclaiming their interest in the Spring- 
field and Worcester properties. He said 
he wanted the people of Worcester and 
Springfield to decide whether they fav- 
ored the New Haven’s entrance into the 
picture under the rehabilitation plan con- 
templated by the New Haven Railroad. 

It was brought out that Day & Zim- 
mermann, Philadelphia, had reported on 
the situation in both of these cities for 
the New Haven and had rendered an 
opinion about the possibilities of put- 
ting thes€ properties on a satisfactory 
basis of service and earnings. 

Mr. Buckland requested that the 
Mayor of Worcester and the president 
of the Chamber of Commerce appoint a 
committee of three to sit with Walter 
J. Flickinger, vice-president of the 
Connecticut Company, and Clark V. 
Wood, president of the Worcester and 
the Springfield properties, study the 
situation and advise the Mayor and the 
Chamber of Commerce as to what rec- 
emmendations they should give to the 
Board of Aldermen as to the attitude 
to be taken on the New Haven’s attempt 
to have the law repealed that separated 
the New Haven from the traction prop- 
erties’ in Massachusetts some twelve 
years ago. 
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Plans for Westchester 
Traffic 


Engineer Points Out the Advantages of 
Subway Entrance for Suburban 
Trains to New York 


A supplementary report by Henry M. 
Brinckerhoff on the proposed subway 
in New York City to bring Westchester 
traffic down town was made public on 
Dec. 17. The principal engineering fea- 
tures of his previous report were given 
on page 214 of the issue of this paper 
for Feb. 7, 1925. The present report 
was made to the Westchester County 
Transit Commission and will be fol- 
lowed by a final report about March 1, 
1926. The commission recommends 
that steps be taken to secure legislation 
to put the plan in operation. 

In brief, Mr. Brinckerhoff recom- 
mends that the suburban trains on the 
existing New York Central Lines (Hud- 
son River Division, Putnam Division 
and Harlem Division), together with 
those on the New Haven Railroad and 
New York, Westchester & Boston Rail- 
way, be brought together at a point 
in the Bronx, then passed by subway 
to a downtown terminal near City Hall 
in New York. The suburban traffic on 
these lines during the year ended June 
30, 1924, was approximately 40,000,000 
passengers. Last year the increase was 
about 10 per cent. About half of this 
traffic goes as far south as 42d Street, 
the rest going farther south. Stations 
are proposed at 125th Street, 42d Street 
and downtown. The route in general, 
after crossing the Harlem’ River, is 
under Madison Avenue, Broadway and 
West Broadway, and the tracks would 
be in a deep tunnel, generally in rock 
and approximately 60 ft. below the 
street level. 

While it is believed that the proposed 
subway can be made self-supporting 
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with Westchester traffic alone, stress is 
laid in the report on the desirability 
of making it an essential part of a gen- 
eral metropolitan transit plan. For 
this reason possible southern exten- 
sions of the subway are recommended 
to Long Island or New Jersey, or both, 
to provide through traffic in both direc- 
tions. 

The report also contains a map 
showing how the proposed subway 
could be a part of a general gridiron 
subway system for the New York 
metropolitan area. Such a system 
would include an east and west line 
from New Jersey at 42d Street, to 
connect with the present I.R.T, 42d 
Street subway to Queensborough, and 
another east and west line from New 
Jersey at Fourteenth Street to connect 
with the present B.-M.T. Fourteenth 
Street subway. 

The report declares that the subur- 
ban travel into Manhattan Island has 
been built-up by steam railroads pene- 
trating the city to large and expen- 
sive terminal stations, but the enlarge- 
ment of these terminals to keep up 
with the growing commutér demand is 
financially impossible. An effort should 
therefore be made to decentralize travel 
and distribute it on as many separate 
lines as possible. 


Power Plant Line at Milwaukee 
Authorized by Court 


The last legal barrier obstructing the 
Milwaukee Electric Railway & Light 
Company’s plan to build a coal and 
freight spur line from its Lakeside 
power plant at Cudahy,. Wis., west 
through the town of Tippecanoe tothe 
Chicago, Milwaukee & St. Paul Rail- 
road tracks was apparently. removed 
when the Wisconsin Supreme Court re- 
versed a decision handed down by the 
Dane County Court, which ordered that 


Special’ Massachusetts Committee Wants Control Plan Continued 


HIRTY years more of public 

control of the Boston Hlevated 
Railway, Boston, Mass., is recom- 
mended in a report which a special 
legislative committee has just made 
to the Massachusetts Legislature, 
after a year’s study of the situation. 
This committee also recommends a 
reduction in the dividend rate on 
common stock, a limitation on the 
franchise tax, freedom from competi- 
tion from independent motor bus 
lines, more parking spaces and gar- 
ages at the terminal points and state 
financing of extensions. 


The official summary of the com- 
mittee’s recommendations is as 
follows: 


1. The extension of the period of 
public control for 30 years from July 
1, 1926, : 

. 

‘tal -on common stock from six to five 
per cent, beginning on July 1, 1926. 


3. The appointment of trustees for 
initial terms of two, four, six, eight and 
- ten years and thereafter for ten years, 


a 


2. The reduction of the dividend ren-° 


the board to elect 
every two years. 


its own chairman 


4. The limiting of the franchise tax 
during public control by providing for 
a refund of any amount by which the 
franchise tax in any one year exceeds 
that paid in 1925. 


5. A requirement that the reserve fund 
shall be increased to $3,000,000 and that 
the Elevated shall have made net earn- 
ings of $1,000,000 annually for two suc- 
cessive years before the trustees shall 
be compelled to reduce the basic fare. 


6. That in the event of the state exer- 
cising its option to take the road by pur- 
chase or by eminent domain, the com- 
pensation shall not be enhanced by rea- 
son of the proposed legislation or any 
contract made under it. 


In addition to these specific rec- 
ommendations the committee offers 
the following suggestions: 


1. That the trustees consider the ad- 
visability of retiring the $3,000,000 of 
7 per cent preferred stock and its re- 
placement by a 6 per cent stock. 


2. That the trustees consider the pass- 
ing along to the car riders of the savings 
to be made in expenses as the result of 
the legislation recommended, by restor- 


ing the flat 5-cent local fares if it can 
be done without delaying the repayment 
of amounts still owed the cities and 
towns. 


3. That in the event of future rapid 
transit extensions outside of the city 
of Boston the legislation authorizing the 
extensions may direct the Elevated 
trustees or the commissioners of the 
Department of Public Utilities to carry 
on the work. If preferred, a transit 
division in the Metropolitan District 
Commission might be created for this 
purpose. The legislation may also au- 
thorize bond issues in payment and 
leases of the extensions to the Elevated, 
as in the case of the Cambridge subway. 


4. That further consideration be given 
to the advisability of establishing park- 
ing areas and garage facilities at ter- 
minal points and éliminating so far 
as possible downtown parking. 


5. That no licenses be granted to in- 
dependent bus lines within the area 
served by the Elevated, 


6. That wherever practicable better- 
ments be assessed on future rapid transit 
extensions. Bas, 


%. That the trustees give further con- 
sideration to the stimulation of car. 
riding in non-rush hours. ‘ 


the company, 


j ts 


December 19, 1925 


the original certificate of convenience 
and necessity granted the company by 
the Railroad Commission be set aside. 
The town of Lake, the county park 
commission, the Milwaukee county 
board and residents of Tippecanoe all 
protested against the project on the 
ground that the district through which 
the proposed line will pass is to be used 
as a residential section. 

Justice C. H. Crownhart of the 
Supreme Court said in part: 

Under the law applicable, the Railroad 
Commission acted within its province when 
it considered the right and interests of all 
the people affected by the proposed routes, 
including the subject of zoning and park 
planning proposed by Milwaukee County, 
instead of limiting its consideration to the 
public that is or will be directly interested 
in the subject of transportation. 

Construction of the spur line has been 
held up pending the court ruling. The 
work will now be rushed to completion, 
according to officials of the company. 


Immediate Readjustment of 
Rates Wanted by Key System 


The Key System Transit Company, 
Oakland, has filed with the California 
Railroad Commission a supplementary 
petition asking an immediate readjust- 
ment of ferry and street car rates to 
afford relief from the deficiency in earn- 
ings resulting from the recent wage 
increase. 

The petition supplements one now 
being considered by the commission. 
Hearings are to be resumed on. Feb. 
3, 1926. 

C. Q. G. Miller, president of the com- 
pany, said: 

The hearing by the Railroad Commission 
on the Key System ‘Transit Company’s 
application filed June 27, 1925, was post- 
poned from Nov. 3 to Feb, 3, 1926. ¢ 

The company had presented its case in 

the form of exhibits substantiated by wit- 
nesses, all of whom were _ cross-examined 
by representatives of the East Bay cities. 
The postbonement was granted in order to 
provide opportunity for the representatives 
of the Hast Bay cities to prepare and 
present additional information. 
_ Unimpeached evidence presented to the 
commission at the hearing proves conclu- 
sively that the present earnings are wholly 
inadequate to maintain the service now 
being given to the Hast Bay communities. 
It was established, for example, that the 
entire present net income pays a fair re- 
turn on only about $7,000,000, or approxi- 
mately one-quarter of the value of the Key 
System properties. : , ; 4 

On top of all this comes the’ astounding 
arbitration labor award to our platform 
men, an increase of from 2 to 26 additional 
eents an hour, which makes an additional 


'. operating cost of more than $500,000, a 


year, with no additional returns to meet a 
deficiency, already large. __ ae 

' We believe that the public wishes us to 
receive a proper return so that we may 
five good service. The existing rates do 
not do this, even without the newly awarded 
increase of pay. They have been given a 
full trial for nearly two years, since the 
organization of this company, during which 
time the service has been improved by a 
capital investment of more than $2,000,000. 
Our net revenue has actually decreased. 


‘The text of the application recites 
in detail the history of the various rate 
hearings, with the dates, names of wit- 
nesses examined and the results. It 
also cites the improvement program of 
which will require an ex- 
of more than $7,000,000, of 
which more than $3,000,000 has actually 
been authorized. To carry out this 
program will of course require in the 


near future the borrowing of moneys 


penditure 


and the payment of interest thereon, 


which will increase the fixed charges 
of the company. 
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The company places the value of its 

operative property as follows: 
_ For the Key division, as fixed by a deci- 
sion of the commission, as of Aug. 11, 1919 
$8,000,000; Traction division $11,000,000. 
Total $19,000,000. 

It is further asserted in the petition 
that since Jan. 1, 1920, the company has 
made net additions and betterments 
amounting to $4,971,364. In conclusion 
the petition declares: 

It is therefore clear beyond challenge 
that the value of the applicant’s property 
for rate-making purposes is in excess of 
$24,000,000 and that evidence introduced 
by the applicant shows the value to be in 
excess of $33,000,000. 

The petition contends that the appli- 
cant and its stockholders are being 
irreparably damaged by the continuance 
of the present rates, “which, in effect, 
constitute a confiscation of their prop- 
erty.” 

City Attorney Leon Gray of Oakland, 
who opposed the proposed fare increase, 
now declares that a rate adjustment is 
inevitable, but says the company will 
be required to prove how the carrying 
out of the wage award will add to its 
operating expenses. 

City Commissioner Frank Colbourn, 
who was a member of the wage arbi- 
tration board, disagrees with Mr. Gray. 
He says there is no necessity for higher 
fares. He estimated the increased cost 
to the company at $250,000 annually 
and thinks this amount should be ab- 
sorbed by the company. 


First Subway West of 
New York Opened 


Los Angeles’ $9,000,000 subway and 
terminal became a reality on the after- 
noon of Nov. 30 as No. 741, loaded to 
its doors with city and county officiais 
and other dignitaries, rumbled through 
the mile-long underground bore that 
has brought Hollywood and the San 
Fernando Valley fifteen minutes nearer 
to the center of the city. 

The christening of the new subway 
terminal was a memorable event in the 
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story of Los Angeles’ progress. It was 
witnessed by 1,500 persons who 
swarmed down glistening ramps into 
the heart of the earth itself, to jostle 
each other for honors of making the 
first memorable passage through the 
uew subway. 

The official dedication of the subway 
and its terminal was preceded by the 
greatest luncheon in the history of the 
Los Angeles Chamber of Commerce and 
by an inspiring parade, led by a brass 
band, through the downtown streets. 

The terminal building is unfinished. 
The subway and its underground ter- 
minal are completed. The line was 
opened, General Manager D. W. Pontius 
of the Pacific Electric Railway ex- 
plained, to relieve the local traffic con- 
gestion. Beginning on Dec. 1 it removed 
778 electric cars daily from Hill Street 
and 301 cars from Sixth Street. 


Atlanta Mayor Opposes Certain 
Company Demands 


Mayor Sims of Atlanta, Ga., recently 
replied to the communication from Pres- 
ton S. Arkwright, president of the 
Georgia Railway & Power Company, 
in which the traction head took sharp 
issue with the Mayor’s demands for 
improved street car service. Mr. Ark- 
wright outlined the following relief as 
absolutely necessary before the com- 
pany could do anything: 

1. Elimination of unnecessary stopping 
places. 

2. Discontinuance of at least one of thé 
unnecessary closely paralleling duplicate 
street railway lines. 

3. Relief from the gross receipts tax 
which is imposed on it, in addition to all 
other taxes. ‘ 

4. Relief from street paving costs. 

5. A cash fare of 10 cents, with four 
tickets for 25 cents, provided relief from 
gross receipts tax and paving costs ‘is 
granted. Or. if even these two items of 
relief are not granted, then a cash fare of 
10 cents with three tickets for 25 cents. 


In his letter replying to President 
Arkwright, Mayor Sims took up sepa- 
rately each of the five items of relief 


Wide World Photo 


Mrs. F. E. Bilhardt Christens First .Car Opening Rapid Transit Facilities Between 


Los Angeles and Hollywood. 


D. 


W. Pontius, General Manager 
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sought by the company. His answer 
to each of these, summarized, is: 

1. That the question of eliminating un- 
necessary stopping places was one for the 
Georgia Public Service Commission to deal 
with, and not the city. 

2. As to this point, the Mayor asked 
for additional information, pointing out 
that the city previously had granted similar 
requests. f 

3. Flat opposition to granting this re- 
quest, stating this tax was placed on the 
company at its request and in return for 
certain franchise rights. 

4. Rejection of the fourth request on the 
point that it costs more for the city to pave 
streets on which the trolley cars run and 
that therefore the company ought to pay 
a share. ‘ ‘ 

5. Answering the last point with the 
statement that “I am unalterably opposed 
to increasing the street car fares.” 


The Mayor’s letter was the last of 
several communications between the 
railway and the city’s chief executive, 
who sent his first letter several weeks 
ago stating he had received complaints 
of overcrowded conditions and asking 
for improvement. : 


Commission Seeks Change in 
Conowingo Project 


The Public Service Commission of 
Pennsylvania, in a report made public 
in Harrisburg on Dec. 4, withheld its 
approval of the Philadelphia Electric 
Company’s financial program and sug- 
gested the submission of a modified 
financial set-up in the Conowingo proj- 
ect. This project is the Philadelphia 
Electric Company’s proposed hydro- 
electric development on the Susque- 
hanna River at Conowingo, Md. The 
commission stated that the financial 
ramifications of this project were at 
variance with the “broad principles” by 
which the commission was guided. 

In this ruling the commission agreed 
in part with the contentions of the 
Philadelphia Rapid Transit Company. 
This company protested against the 
Conowingo project as a development 
calculated to bring excessive returns to 
financial promoters with consequent in- 
crease in rates to consumers. W. H. 
Johnson, president of the Philadelphia 
Electric Company, has recommended 
suggestions which the commission 
made in modification of the Conowingo 
applications and they have been ac- 
cepted by the board of directors. 


$1,875,000 Approved for 
Seattle Improvements 


According to a decision of the Council 
utilities committee, comprising a major- 
ity of the City Council of Seattle, 
Wash., $1,875,000 of a proposed $3,- 
500,000 bond issue for street railway 
improvements has been approved. A 
$500,000 steel railway trestle will re- 
place the old wooden span over West 
Waterway; 80 new street cars will be 
purchased by the city at a cost of 
$1,300,000; $75,000 will be spent for a 


garage for Seattle Municipal Railway © 


buses. Other items in the proposed 
$3,500,000 bond issue ordinance were 
shelved for the present. D. W. Hender- 
son, superintendent of Seattle Municipal 
Railway, stated the new light, one-man 
cars would save the city $280,000 an- 
nually in operation. He said bankers 
were not opposed to a bond issue by 
the railway department at this time. 
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‘Changes Ahead for New York 
Commission 


Another shake-up of the personnel 
and administration of the Public Serv- 
ice Commission apparently will he one 
of the inevitable results of the adoption 
by the people at the November election 
in New York State of the governmental 
reorganization amendment to the con- 
stitution. 

The question which now arises is how 
far will the present Legislature be 
wiliing to go in tearing apart the pub- 
lic service commission law? The same 
political party is in control of both 
Houses of the Legislature which in 
1921 passed the amended public service 
commission law, and the present major- 
ity leader in the Senate, John A. Knight 
of Arcade, Wyoming County, was the 
legislator who in 1921 sponsored and 
accepted authorship for the reorgan- 
ization plan enacted that year. ° 

Another very vital question which 
suggests itself is: In the event the 
Legislature leaves the public service 
commission law as it now reads, will 
the Governor by virtue of the constitu- 
tional amendment adopted have the 
right, after July 1, to remove arbi- 
trarily a member of the Public Service 
Commission, after preference of the 
customary charges against him? 

The State of Pennsylvania has just 
emerged from a predicament thrust 
upon it when the Governor sought by 
main force to remove members of a 
similar body of that state. This action 
of the executive has been set aside by 
the courts, which held that inasmuch 
as concurrence was necessary to ap- 
pointment, concurrence should be had 
in removal. The New York courts have 
repeatedly held, however, that legisla- 
tive concurrence is not essential to the 
removal of a public officer, when the 
statute permits his removal in this way, 
no matter how flimsy the charge 
against him. It was for this reason 
that the public service commission law 
of New York State was so fixed that 
an executive might not treat the com- 
mission as a political patronage propo- 
sition and that reasonable permanency 
might be conferred upon that body. 

In all probability the courts will 
have to decide just how far the con- 
stitutional amendment supersedes ex- 
isting law. To make the head of the 
Public Service Commission a two-year 
term office, or a four-year term, subject 
to removal by the Governor at any time 
for the sake of political expediency, 
the good of the service or for various 
other unreasonable charges, is certainly 
a step backward. However, that is 
exactly what may be expected to hap- 


pen if the amendment is accepted lit-. 


erally by Legislature and courts. 


What of Rochester’s Rapid 
Transit Line? 


Operation of Rochester’s rapid transit 
and industrial railroad in the bed of 
the abandoned Erie Canal, an issue 
which loomed large in the recent 
mayoralty campaign, continues to be a 
perplexing problem to city officials. 

The subway line, which bisects the 
city, is nearly completed; the tracks 
are laid and the overhead street in the 
heart of the downtown district long 

* 


‘question of the operation of the lines. 
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since in use, but a definite plan of oper- 
ation is still undecided. 

The line is expected to be used by 
all steam railroads entering Rochester 
for short haul and switching in the city 
and all of these roads have submitted 
to the citizens’ committee ‘tentative 
plans for operating the road. 

The New York State Railways, held 
to be the logical operator of the line 
since it possesses the necessary equip- 
ment, has not yet filed its suggestions,. 
although conferences have been held 
with local railway and city officers. 

In the background there is just a 
little politics. Mayor Van Zandt won 
his re-election at the polls on Nov. 3 
after his Democratic rival, Leroy E. 
Snyder, had made a vigorous attack 
on the subway program of the ad- 
ministration, charging waste in con- 
struction. He also censured the Mayor 
for his failure to provide for operation 
before it-was completed. 

The Van “Zandt bloc hailed the 
Mayor’s re-election as a vindication of 
his program and feels it gives him a 
free hand to settle the industrial rail-. 
road problem as he sees fit. 

John P. Morse has been named chair- 
man of the citizens’ committee, succeed- 
ing former Senator George Argetsinger,. 
who resigned. Mr. Morse is the erig-- 
inator of the idea. 


Radial Railways at Toronto 
Subject of Comment 


Publication has been begun by the: 
Toronto Globe, Toronto, Ont., of a 
series of articles on the radial electric: 
railway situation. The Globe says the 
question is of vital interest to the tax- 
payers of Toronto, inasmuch as they 
were obliged last year to meet a deficit 
of $200,000 on suburban lines on the: 
Lake Shore Road, on the Kingston 
Road, and on Yonge Street. It is the 
plan to present facts, rather than opin- 
ions, which may assist the voters on 
New Year’s Day. The Globe says that 
perhaps it is too late for a plebiscite on 
the question, but it may be important to: 
elect a civic administration qualified to 
grapple with the problem. It invites: 
ratepayers to send in their views. 

In this connection it is of interest to- 
note that reports concerning the opera- 
tion of the York Radial Railways, sub- 
mitted by the Hydro-Electric Commis— 
sion of Ontario and the Transportation . 
Commission, were considered recently 


_at a closed meeting of the Board of 


Control and were referred to the legal, 
financial, and engineering advisers of 
the city for full investigation. At the 
close of this session Mayor Foster said: 


We did not arrive at any decision on = 

2 
simply went over the statements of the 
Transportation Commission and the Hydro. 
Commission, and referred them to Corpo- 
ration Counsel Geary, Finance Commis- 
sioner Ross, and Commissioner Harris for 
further information. 


Fares Reduced.—The London Street 
Railway, London, Ont., was to quit op- 
erations on Dec. 17 as a result of an 
order of the Ontario Railway & Mn- 
nicipal Board requiring the company to 
revert to the old rate of seven and nine 
tickets for a quarter. Vice-President 
Ivey said that even a 5-cent fare was 
unprofitable and that now the company 
had no alternative. 


: 
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New Wage Rates Being 
Negotiated in Milwaukee 
Negotiations have been opened be- 


tween officials of the Milwaukee Elec- 


trie Railway & Light Company, Mil- 
waukee, Wis., and the Employees’ 
Mutual Benefit Association, under which 
upward of 1,000 motormen and con- 
ductors of all grades in Milwaukee, 
Racine, and Kenosha will receive a 
wage increase of 5 cents an hour if the 
new wage revision schedule, which is 
to become effective on Jan. 1, 1926, is 
accepted by the company. 

_ Trainmen are now receiving 50 to 61 
cents an hour, depending on length of 
service. It is believed that the com- 
pany would prefer to let the present 
schedule remain unchanged for another 
six months. The request for the in- 
crease is based principally on the 
ground that there has been no recession 
in cost of living. 


Christmas Bonus in 
Los Angeles $106,000 


Approximately $106,000 will be dis- 
tributed this month to 2,100 motormen, 
conductors and safety car operators in 
the sixth annual Christmas bonus paid 
under the merit and bonus system of 
the Los Angeles Railway, Los Angeles, 
Cal. The checks have been made out 
for the regular bonus, showing the 
_amounts earned by months from Dec. 1, 
1924, to Nov. 1 of this year. 

The number of men who will receive 
bonus checks this year will be less than 
last year. This is due to the fact that 
more men have been employed in the 
latter part of 1925 than in the corre- 
sponding period of 1924, and as six 
months service is necessary before a 
man can participate in the bonus sys- 
tem, these new trainmen will not re- 
ceive bonus checks this year. 

At a meeting of division superintend- 
ents and other heads of the transporta- 
tion department held recently, the 110 
top men who will receive extra awards 
ranging from $10 to $100 and totaling 
$3,800 were selected. These awards are 
given to the ten top conductors and the 
ten top motormen of each division, as 
well as the ten top safety car operators. 
- The bonus checks show that the full 
$5 per month has been earned by a 
large number of trainmen. On Nov. 1 
only 100 men out of the entire list of 
trainmen had records below 100 per 
cent. 


Atlanta Employees Petition for 


Help in Wage Issue 
Employees of the Georgia Railway & 


‘ Power Company have just addressed a 


communication to the Mayor, Council 


and special traffic committee of Atlanta, | 


‘as well as to the Georgia Public Serv- 
ice Commission, asking them to use 
their influence with the company look- 
ing toward a satisfactory wage scale 
for the coming year. The communica- 
tion sets forth that for several years 
past employees of the company have 
entered into an annual wage contract 
with the power company. 
This year the company has stated 
that it cannot enter into any agreement 
establishing a new wage scale or even 


. 
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maintain the present wage scale unless 
given relief by the city and the Public 
Service Commission. The items of re- 
lief demanded by the company, as sum- 
marized in the petition of the em- 
ployees, include the elimination of un- 
necessary stops, elimination of closely 
paralleling street car lines, relief from 
the gross receipts tax, relief from street 
paving charges and revision of street 
car fares. The communication states 
that the present wage is insufficient 
to maintain the employees’ families. 


Progress in Buffalo Reviewed 
by Mr. Mitten 


T. E. Mitten in his recent address at 
a meeting in Buffalo of the co-operative 
committeemen said that the city au- 
thorities of Buffalo were wise in having 
definitely decided against experiment- 
ing with a “service-at-cost” plan for the 
street car system. The plan is faulty, 
he declared, because it would “relieve 
the management of the incentive to 
economy and care in operation.” In 
discussing the proposal for an indepen- 
dent bus system he said competition in 
transportation in Buffalo was proved a 
costly mistake years ago. 

He asserted, too, that Toronto, under 
municipal operation, in spite of all that 
has been claimed as regards quality of 
service and cheapness of fares, has 
found itself obliged to call upon the 
taxpayers “to pay large sums of money 
to make up for the losses sustained in 
carrying people at less than actual 
cost.” 

Mr. Mitten told his Buffalo audience 
that the I. R. C. “has been obliged to 
spend much money maintaining a great 
fighting force to defend itself against 
the city in the courts.” He urged that 
“co-operation between city and com- 
pany and between car rider and com- 
pany, such as now exists between the 
company and its men, is the thing most 
to be desired and that for which we 
must most earnestly strive.” 

“If the plans already agreed upon 
between the city of Buffalo and the 
company as to the removal of tracks 
and the substitution of buses are made 
operative,’ said Mr. Mitten, “I. R. C. 
will be able to use its money in sup- 
plying better service instead of con- 
tinuing to waste it in foolish fighting 
with those whom it desires better to 
serve.” - 

Mr. Mitten referred to the fact that 
street-car wages will be increased in 
Buffalo for 1926, in spite of the fact 
that “full payment of the 1925 wage 
results in an operating deficit for the 
year.” He added: 

“We justify this wage increase to 
the employees because of our belief that 
all the men will by added effort in the 
public service justify the greater re- 
sponsibility which accompanies the 
men’s increasing ownership in the prop- 
erty.” 

He said the Mayor of Buffalo, the 
police and the Buffalo newspapers are 
co-operating enthusiastically with the 
I. R. C. to prevent accidents, “costly in 
money as well as in human suffering.” 

“This co-operation,” he predicted, 
“will accomplish greater things through 
the untangling of the traffic maze, 
which daily is growing more serious. 
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Relief Again Sought in Rockford 


The Rockford City Traction Com- 
pany, Rockford, Ill., made its third 
formal application to the City Council 
for relief from two provisions of a new 
franchise, when it addressed a com- 
munication to Aldermen indicating the 
need for higher fares unless the new 
grant were amended to permit con- 
tinued operation of one-man cars and 
the laying of T type rails on streets 
having brick and concrete paving. The 
two previous applications were rejected 
by the city, one by vote of the Council- 
men and the second by a veto of Mayor 
Herman Hallstrom. In the recent letter 
to the Council the traction company 
declared that the new franchise was 
accepted on Aug. 14 only after assur- 
ances had been received that these pro- 
visions would be amended. 


Indianapolis Company Will 
Consider One-Man Cars 


The Indianapolis Street Railway, 
Indianapolis, Ind., is considering replac- 
ing present passenger cars with smaller 
one-man cars to cut operating expenses 
ana speed traffic. This was revealed on 
Dec. 9 during a hearing before the 
Public Service Commission on the com- 
pany’s petition to increase its transfer 
charge from 1 to 2 cents. Joseph A. 
McGowan, secretary and treasurer of 
the company, said the company had 
fallen $645,292 short of revenues it 
anticipated when the 7-cent fare became 
effective on May 21, 1924. A 2-cent 
transfer, he estimated, would increase 
annual revenues $50,000. 


Long Island Would Quit 
Local Trains in City 


The Long Island Railroad will discon- 
tinue its service on Manhattan Beach, 
Rockaway and Whitestone branches 
provided the city of New York will buy 
the lines for its own rapid transit sys- 
tem. The company states it is desirous 
of getting out of Brooklyn since it is 
not in a position to meet the proposed 
track depression the length of Atlantic 
Avenue, Stated briefly the position of 
the Long Island Railroad is believed to 
be that it does not desire to operate 
trains in local service west of Jamaica. 
Service of the company in that terri- 
tory as now constituted really is a rapid 
transit service within the limits of the 
greater city. 


Rights of Existing Company Must 
Be Guarded, Says Commissioner 


The rights of existing car lines must 
be guarded, declares Clyde Jones of the 
Indiana Public Service Commission in 
discussing the competition for bus per- 
mits in Indianapolis between the Indian- 
apolis Street Railway and the People’s 
Motor Coach Company. He said: 


Mr. Bowman, president of the People’s 
Motor Coach Company, is sore because we 
would not grant him the certificate to oper- 
ate the Guilford Avenue line. The line 
would have been in direct competition 
with the College Avenue street car line, 
which is not making money even now. 
Mr. Bowman seems to forget we denied a 
petition of the car company to put on a 
Central Avenue line, which would cover 
the same territory as his Central Avenue 
line, on the theory he was in that field first. 
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New Portland Paper Seeks 
a Name 


The secret is not yet out as to the 
title of the new magazine published by 
the Portland Electric Power Company, 
Portland, Ore. At any rate the sum 
of $25 is to be awarded to the employee 
sending in the best title for this paper. 
The first issue came out under date 
of November with a large question 
mark on the cover for the title. The 
publication will appear each month “to 
let the left hand know what the right 
hand is doing and vice versa.” Accord- 
ing to the editors the plan is to send 
each member of the family all the news 
on his own private sheet “so that he 
may read it in his own easy chair.” 


One-Man Cars in Milwaukee 
Indorsed 


The installation and operation of one- 
man cars by the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., on several of its lines in Milwau- 
kee has again received unqualified in- 
dorsement by the Railroad Commission 
in a report furnished the Common 
Council of Milwaukee. 

The report grew out of a resolution 
adopted by the Council asking that the 
commission investigate a one-man car 
accident which occurred on the Center 
Street line on Aug. 18. 

In presenting its: report the commis- 
sion showed that the number of acci- 
dents on one-man cars in Milwaukee is 
less than on two-man cars. The com- 
mission found that the injuries sus- 
tained by the passenger in this instance 
were due largely to a panic among the 
passengers. 


Return to Pay-Leave Operation 
Suggested at Cincinnati 


Reinstallation of the pay-as-you-leave 
system on outbound cars is under con- 
sideration by the Cincinnati Street Rail- 
way, Cincinnati, Ohio, according to 
J. B. Stewart, general manager. Nine 
divisional superintendents of the rail- 
way will visit Cleveland shortly to 
observe the operation of the electric 
railway system there. Representatives 
of the Director of Street Railroads also 
will make the trip. Mr. Stewart said 
that no changes would be made until 
the “public is educated to understand 
the value of the changes.” Traction 
officiais are of the opinion that the pay- 
as-you-leave system outbound and the 
pay-as-you-enter system inbound would 
tend to save time for the car riders and 
speed up traffic. Use of the skip-stop 
system also is proposed. 


“Merry Xmas” from the 
Pittsburgh Railways 


On a cheery and auspicious looking 


orange card, the Pittsburgh Railways, 


Pittsburgh, Pa., extends its Christmas 
greetings for the year 1925. The mes- 
sage says: “Your kind co-operation 
has. contributed materially to our suc- 
cess and we appreciate it most cordially. 
Accept our best wishes for a Merry 
Christmas and a bright and prosperous 
New Year.” The mailing list for this 
greeting will include city officials, 


ELECTRIC RAILWAY JOURNAL 


county officials, boards of trade, borough 
officials, newspaper men in city and 
surrounding territory, manufacturers 
with whom the company has had deal- 
ings, citizens who have shown an inter- 
est in railway matters, civic betterment 
committees, traffic flow committees and 
business friends of the various depart- 
ment heads. 
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Seek Fewer Fare Zones.—The Mary- 
land Public Service Commission has re- 
ceived a petition from patrons of the 
United Railways & Electric Company 
in the vicinity of Ellicott City, Md., 
asking that one of the three fare zones 
between Baltimore and that territory 
be eliminated. The commission plans 
to hold a hearing on the subject. 


Opposes One-Man Cars.—The present 
transportation service of Windsor, Ont., 
Canada, was condemned by Mayor 
Frank J. Mitchell and his associates at 
a recent session of the Transportation 
Commission. A resolution was adopted 
unanimously and referred to the Coun- 
ceil for formal approval which would 
practically call for the abolition of one- 
man cars. The committee stressed the 
reported local street railway surplus 
of $60,000 and urged that some of this 
money be expended on increased service. 


Stay Granted in Paving Case.—The 
Sioux Falls Traction System, Sioux 
Falls, S. D., was granted.a 30-day stay 
of judgment by Circuit Judge John T. 
Medin recently in the case brought by 
the city to compel the company to pave 
between the tracks on the East Side. 
The stay was granted to allow the de- 
fendant company an opportunity to 
settle the record in the case preparatory 
to a motion for a new trial in connection 
with an appeal to the Supreme Court. 
The case has been in litigation since 
1923 shortiy after the city paved on 
either side of the tracks in the summer 
of that year. 


No Need for Bus Service.—The elec- 
trie railway holdings of the Bristol & 
Plainville Electric Company, Plainville, 
Conn., are not to be affected by the re- 
cent bus petitions and the company is 
not figuring on installing this type of 
service in any part of its territory as 
it considers that bus transportation is 
not needed. The electric company op- 
erates four trolley lines out of Bristol, 
one to Terryville, one to Plainville, an- 
other to Woodland and the fourth. to 
Lake Compounce. One-mian trolleys 
have been put into service on the Wood- 
land line. The company was recently 
bought by the Connecticut Light & 
Power Company. 

City’s Pioneers Remembered on Cars. 
—The Citizens’ Traction Company, Oil 
City, Pa., has given the name'‘of a 
pioneer resident of the section to each 
of its cars. Among the cars already 
named are the “Joseph Seep,” for the 
head of the Joseph Seep Purchasing 
Agency: the “Cornplanter,” for the 
Indian chieftain; the “Coaloil Johnny,” 
for John Steele of early oil fame, and 
the “Edwin Drake,’ for the driller of 
the first oil well. 
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Railway Performs Work of Mercy.— 
The Nashville Railway & Light Com- 
pany, Nashville, Tenn., recently sent 
roses to the Nashville hospitals. The 
new vice-president and general man- 
ager, J. P. W. Brown, sent couriers to 
the hospitals, who there obtained a list 
of the sick and ornamented each bed- 
side with a large rose. The company 
sent greetings’ and best wishes with 
each flower. ; 

Council Rejects Franchise Proposi- 
tion. — The City Council of Bellaire, 
Ohio, recently decided to abandon all 
negotiations looking: toward the grant- 
ing of a franchise to the Wheeling Trac- 
tion Company and to leave the matter 
to the new City Council to settle. Con- 
ferences have been in progress for some 
time between members of the Council 
and the railway, but the Councilmen 
could not comply with some of the 
requests of the traction company, 
especially the paving demands. 

Part of Stolen Payroll Recovered.— 
The trail left by Harry H. Hershey, the 
runaway employee of the Conestoga 
Traction Company, Lancaster, Pa., has 
been picked up in Philadelphia by 
officials of the National Surety Com- 
pany and Director Butler will be re- 
quested to raid a few gambling houses 
where the culprit is said to have lost 
thousands of dollars. A few weeks 
ago Mr. Hershey deserted his post, 
carrying off with him $41,206 payroll 
of the firm. Later he was caught in 
Cleveland. According to the Cleveland 
Police Department part of the losses 
has been recovered. 

Proposed Franchise Adopted. — The 
proposed traction franchise of the Sioux 
City Service Company, Sioux City, 
Iowa, has been adopted by the City 
Council. The principal features of the 
new franchise included increased serv- 
ice on the upper Jackson Street car 
line, elimination of the wye at Peters 
Park corner and transfer of the Third 
Street tracks to the Leeds line. The 
franchise will be submitted to the 
people for approval at the earliest 
opportunity, probably on Jan. 7, accord- 
ing to W. J. Bertke, vice-president of 
the company. Mayor Stewart Gilman 
said the franchise was the best that 
could be obtained. He said he felt justi- 
fied in letting it go to a referendum. 

Cash Fare Established.—The Public 
Service Commission of Oregon has 
issued an order eliminating the sale of 
40 one-way adult tickets for $1 on the 
line of the Portland-Troutdale Electric © 
Railway, which operates from the city 
limits of Portland, Ore., to Park Rose 
in Multnomah County. In lieu of the 
sale of these script books the commis- 
sion has established a single cash fare 
of 5 cents regardless of the number of 
tickets purchased at any one time. The 
sale of limited school children’s tickets 
in books of 40 coupons for $1 remains - 
in effect under the commission’s order. 

Three Requests Made by Railway.— 
The East St. Louis & Suburban Railway 
has asked the City Council of Belleville, 
Ill., for permission to replace the cars 
on the route to the Louisville & 
Nashville depot with buses. . The 
company has also asked to be relieved 
of street paving obligations except in 
the event the rails of the old line shouid 
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_be removed by the company. Should 


any of the streets along the old route 
be repaved the company will remove ali 
rails, ties, poles, and wires if requested 


_ to do so by the city. The company also 


contemplates an increase in the fares 
of the city lines in Belleville from 7 


cents to 10 cents subject to the ap- 


proval of the Illinois Commerce Com- 
mission. The Belleville Council has 
been asked to approve the request. 


New South Wales Tramways 
Show Deficit 


The report of the New South Wales 
Government Railways & Tramways De- 
partment for the year ended June 30, 


1925, shows for the tramways: 


£3,619,272 
3,174,862 


£444,410 


Earnings 


OM Oh) LS ee 
Interest on capital invested*.... 546,489 
TON ELIE 44 3 — 7 be EOC ee £102,079 


*Calculated at the average rate of inter- 
est payable on the whole of the state debt, 
viz., 5.01327 per cent. 


The tramways comprise altogether 
228% miles of track, constructed at a 
cost of £11,131,454. The largest city 
system is that at Sydney, which in- 
dividually last year showed a surplus 
over fixed charges of £128,418. The 
deficit for the department as a whole 
came from the interurban and country 
tramways. The principal individual 
deficit was £100,457 in connection with 
the Newcastle system, which has 51 
miles of street track and was originally 
run by steam traction, but is now being 
gradually converted to electricity. New- 
castle is situated about 104 miles from 
Sydney, and the system is debited with 
£473,000 in connection with the old 
steam services. 

Durjng the year on all of the tram- 
ways 339,576,776 passengers were car- 
ried. There has been a considerable 
addition to the power and substation 
equipment, 22 new passenger cars were 
acquired, and 63 former steam cars 
have been converted for electrical serv- 


ice for the Newcastle system. - Very 


little new track was built, but 58,483 
tons of rail were used in maintenance. 

In spite of the fact that the tramways 
are owned by the government, there 


thas been disastrous bus competition 


with the tramways, particularly in 


- Letters Posted on Tramcars 


Mail boxes were placed in the Liver- 
pool, England, tramcars on four routes 
early this year as an experiment. 
The number of letters posted in these 
boxes has reached 2,400 a week. The 
plan has proved so successful that mail 
boxes were recently fitted in the cars 
on seven additional routes. It is esti- 
mated that about 75 per cent of the 
letters posted on the tramcars are de- 
livered earlier than if mailed in the 
street pillar boxes. 
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Recent Bus Developments 


S————— 


Buses for Cincinnati 


Cincinnati Street Railway Applies for 
Right to Operate Comprehensive 
Bus System 


Application was made on Dee. 17 by 
the Cincinnati Street Railway, Cincin- 
nati, Ohio, to W. J. Kuertz, city director 
of Street Railroads, for a license to 
operate a comprehensive system of bus 
lines in co-ordination with the existing 
railway. The application marks an im- 
portant step in the attempt to remedy 
the serious condition brought about in 


that city by unregulated operation of 
buses. 


; In a letter accompanying the applica- 

tion President W. A. Draper outlined 
the purposes to be accomplished. He 
said in part: 


This company has endeavored to work 
out a plan for a beginning in motor bus 
operation that will accomplish these things: 

1, Provide the beginning of a system of 
motor bus operation which may be extended 
as later warranted. 

2. Formulate present plans with a view 
to their adaptability to the future. 

3. Provide service where there is a lack 
and a need of it. 

_& Avoid disturbing existing transporta- 
tion facilities more than is necessary to 
provide the additional facilities considered 
needful. ‘ 

In considering and analyzing the local 
conditions proper study has been given to 
the Cincinnati City Plan and valuable 
assistance has also been received from 
several of the larger bus manufacturers 
who have made complete and exhaustive 
Surveys of the Cincinnati territory. It is 
believed that the beginning of a bus trans- 
portation system has been worked out that 
will be of distinct advantage to the commu- 
nities served and yet will be sufficiently 
remunerative not to add an unwarranted 
burden on the hundreds of thousands of 
street car riders who will continue to be so 
served. It has not been forgotten that the 
buses now proposed to be put on the streets 
will become a part of the whole transporta- 
tion system. Due regard has been given to 
the fact that while some are attracted to 
the newer type of transportation there are 
many to whom the lower street car fare 
will always be a consideration. The recent 
reduction by which 5 cents is saved on 
every three rides should not be endangered 
by bus operations that will not pay their 
way so as not to add unduly to the operat- 
ing cost under the service-at-cost franchise. 
Therefore a separate and accurate system 
of accounting will be kept that it may be 
known if the bus operation is paying its 
own way. } 


The company’s general plan is based 
on the use of buses to furnish a pre- 
ferred form of. service to supplement 
existing rail lines. Present routes pro- 
posed would provide approximately 57 
route-miles of railway-operated bus 
lines and would require some 55 vehicles 
to fill the schedules contemplated. A 
distinct improvement in transportation 
service is expected to be obtained by 
express operation from various sections 
of the city. It is proposed to run buses 
express within a zone approximately 
3 miles in radius from the business dis- 
trict. In this area it is considered that 
ample local service is now rendered by 
street cars, and that the buses would 
afford more distant communities a sub- 
stantial saving in time to and from the 
business district. In addition, however, 
some of the proposed lines are designed 
to furnish transportation to districts 
not now readily accessible to car lines. 


Two important cross-town lines are in- 
cluded to meet a need that has long 
been considered to exist. 

In general a flat 10-cent fare will be 
collected on the buses within the city 
limits of Cincinnati. Transfers will be 
issued between buses on lines that 
cross, and between buses and _ street 
cars. They will be issued from cars to 
buses on the payment of the bus fare 
of 10 cents instead of the car fare of 

z cents. Where operation is carried 
beyond the city limits an extra fare of 
10 cents will be collected. 

Action of the Cincinnati company in 
thus making application for bus routes 
in the city is expected to make it pos- 
sible gradually to build up a transpor- 
tation system that will be completely 
co-ordinated. The application has been 
filed at the expiration of the legal limit 
of three weeks following the necessary 
changes in the company’s charter to 
permit it to operate buses as well as 
cars. These changes were brought 
about by formal action on the part of 
the stockholders of the company, thus 
clearing away another legal barrier to 
the operation of buses by the railway. 


Buses Found Useful by 
Interurban Company 


The Indiana, Columbus & Hastern 
Traction Company, with the approval 
of the Public Utilities Commission of 
Ohio and the court having jurisdiction 
over the receivership of this property, 
is planning to shut down rail operation 
between Dayton, Ohio, and Union City, 
Ind., on Jan. 1 or as soon thereafter 
as certain litigation now in the upper 
courts of Ohio can be settled. The 
Indiana, Columbus & Eastern Traction 
Company plans to substitute buses on 
this route provided it receives the right 
to do so from the courts in question. 
The Dayton-Union City division of this 
railroad has never enjoyed traffic suffi- 
cient to pay the increased costs of 
maintenance of tracks and equipment 
and other operating costs that followed 
the war. For this reason the company 
finds it more economical to handle this 
service by means of buses. 


“Group and Party Service” 
Permit Sought in Allentown 


The Lehigh Valley Transportation 
Company, a subsidiary of the Lehigh 
Valley Transit Company, Allentown, 
Pa., has applied to the Public Service 
Commission for a certificate to operate 
buses for “group and party service.” 
The “group and party service” provides 
merely for the hiring of the buses to 
organizations of any kind that desire 
such service to or from points located 
along the lines of the Lehigh Valley 
Transit Company. It was indicated, 
however, that this service is the fore- 
runner of a bus service on regular 


schedule. : 
H. F. Dicke, the new vice-president 
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and general manager, said that studies 
were being made of the transportation 
problem in the entire section with re- 
spect to the adaptation of bus service to 
the immediate problems. In the expec- 
tation that the certificate will be 
granted, eight de luxe passenger 
coaches have been ordered for delivery 
in the city about Dec. 15. Five buses 
have been ordered from the local Mack 
Company and three from the Yellow 
Company. Both types of coaches will 
have a seating capacity of 29 pas- 
sengers. 


Bus Operation by Steam 
Railroads Protested 


Opposition has arisen to the proposal 
of the Reading Railroad, under its sub- 
sidiary the Reading Transportation 
Company, to operate buses paralleling 
existing electric railway and bus lines 
in Schuylkill County, Pa. The Reading 
Transportation Company, which has a 
capital stock of $1,000,000, submitted 
its application for these bus routes to 
the Public Service Commission of Penn- 
sylvania on Nov. 6. Of the four routes 
then requested, three operate out of 
Pottsville and one runs_ between 
Shenandoah, Mahanoy City and Girard- 
ville. Ten 29-passenger buses were 
proposed, to be substituted in part for 
steam trains of the Reading, now 
lightly patronized. The buses will also 
operate in co-ordinated service with 
other steam trains which will be con- 
tinued. The hearing before the com- 
mission, originally set for this petition, 
was on Dec. 2, but it has now been post- 
poned to Jan. 6, 1926. 

. The Schuylkill Railway, an electric 
railway in the district concerned, has 
voiced its strong opposition to the en- 
trance of the powerful Reading Rail- 
road into competition with the local 
electric railway and bus lines in the 
territory mentioned. In a letter ad- 
dressed on Nov. 28 to Governor Pinchot 
of Pennsylvania, James D. Evans, vice- 
president Schuylkill Railway, said the 
avowed purpose of the Reading Rail- 
road was to try bus service in Schuyl- 
kill County in an experimental way, but 
if successful, the railroad company ex- 
pected rapidly to extend the service to 
other territory throughout its entire 
field of operation in Pennsylvania. With 
its financial power and influence, Mr. 
Evans declared, such competition would 
mean the destruction in only a short 
time of the smaller’ competing oper- 
ators. With these local electric railway 
and bus companies out of the way, the 
railroad would obtain a complete mo- 
nopoly of all transportation facilities 
in a large part of the Commonwealth. 

Mr. Evans also addressed the Public 
Service Commission of Pennsylvania in 
much the same vein, declaring that the 
application of the Reading Railroad “is 
a demand for a complete monopoly of 
transportation throughout the said 
territory, which will inevitably result 
in the wiping out of the investment of 
the Schuylkill Railway Company and 
Schuylkill Transportation Company. 
without regard to their rights or 
equities.” 

The situation is attracting much at- 
_ tention among electric railway men in 
Pennsylvania, and it is believed that a 
considerable number of them will be 
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‘present at the hearing before the Public 
Service Commission at Harrisburg on 
Jan. 6. 


Bus Route Approvyed.—The Southern 
Public Utilities Company has proposed 
the operation of a bus line in Winston- 
Salem, N. C., to the new Union Station 
and the route has been approved by 
the Board of Aldermen. It is under- 
stood that transfers will be issued from 
the bus to the railway line. The fare, 
it is reported, will be 10 cents. 


Franchise Granted.—The City Coun- 
cil of El Paso, Tex., passed an ordinance 
on Dec. 10 authorizing the El Paso 
Electric Company to supplement its 
railway service with bus lines. The 
application of the company was re- 
ferred to in the ELEctric RAILWAY 
JOURNAL, issue of Dec. 5, page 1011: 


Prefer Bus to Railway.—Voters of 
St. Thomas, Ont., decided on Dec. 7 to 
scrap the St. Thomas Municipal Street 
Railway and to give a franchise to the 
Metropolitan Bus Lines, Toronto and 
London. The railway operated 6.5 
miles of line. 


Plans for Bus Line Announced.—The 
Georgia Railway & Power Company, 
Atlanta, Ga., through its president, 
Preston S. Arkwright, recently an- 
nounced that the plans for a bus line 
to run between the town of Stone 
Mountain and the site of the Confeder- 
ate Memorial on the mountainside have 
been completed. The announcement 
was made during a hearing before the 
Georgia Public Service Commission on 
a proposed fare increase for the Stone 
Mountain interurban line. Mr. Ark- 
wright said that the new bus: service 
would be installed as soon as the Stone 
Mountain city authorities granted per- 
mission and that the buses would run 
on a regular schedule at a 10-cent fare. 


Active in Bus Field.—The East Penn 
Electric Company, Pottsville, Pa., re- 
cently organized the Penn Transporta- 
tion Company and is now operating 
buses on three specific routes, namely, 
Pottsville to Mauch Chunk, by way of 
Tamaqua, Pottsville to Minersville, via 
Fishbacks, and Pottsville to Tower City, 
via Tremont, Donaldson and Good 
Spring. The company also operates a 
“oroup and party” service on call within 
50 miles. The company also has cer- 
tificates of public convenience permit- 
ting it to operate buses in both Beth- 
lehem and Easton. The East Penn Elec- 
tric Company was acquired by the 
Pennsylvania Power & Light Company 
during the early summer of the present 
year. 

Few Accidents in- Campaign.—The 
Hartford & Springfield Street Railway, 
Warehouse Point, Conn., had 23 driv- 
ers enrolled in a “No-Accident” cam- 
paign for commercial motor car drivers 
for the three months ended Oct. 381. 
Its vehicles covered approximately 
180,000 miles with only four accidents. 
The New Haven Coach Lines, with 
four men enrolled, had only one acci- 
dent. The Interstate Bus Corporation, 
with four drivers, met with no acci- 
dent. 


Will Substitute Buses.—The Savan- 
nah Electric & Power Company, Say- 
annah, Ga., has petitioned the City 
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Council to remove the 54th Street car 
line and substitute bus service in its 
place. In its petition “the company 
states that it will replace present paving 
in a condition satisfactory to the city. 
The fare for the new service will be 
the standard street car fare with the 
usual free transfer privilege between 
cars and buses and operation will be 
on the same twenty-minute schedule. 


Express Service Started.—The Hous- 
ton Electric Company, Houston, Tex., 
has announced its first express-service 
bus line and the first extension of its 
bus system outside the city limits on 
the River Oaks route. The fare is 10 
cents. Transfers are issued. All River 
Oaks buses run express inside the city 
limits and operate as locals beyond the 
city limits. 

New Route Approved.—The Public 
Service Commission has approved a 
new route of the Utica Railway Co- 
Ordinated~Bus Line beginning at Gen- 
esee and Main Streets, Utica, and ex- 
tending to the passenger station of the 
New York State Railways, One-way 
fares scale from 10 cents for a distance 
of 3 miles or less to 70 cents for a dis- 
tance of 15 miles. School fares are 
approximately one-half the regular 
fares, with a minimum school fare of 
10 cents. Transfers will be issued for 
rides within the city of Utica to any 
other bus line operated by the com- 
pany and to the cars of the New York 
State Railways. Transfers will be ac- 
cepted from other bus lines operated by 
the company and from the New York 
State Railways as an equivalent for 
the amount paid at the time the trans- 
fer was issued. 

Must Secure License from Each Town. 
—The Eastern Massachusetts Street 
Railway, Boston, Mass., which some time 
ago applied for authority to operate bus 
lines through the towns of the state, 
has been informed as of a recent finding 
of the full bench of the Superior Court 
that it would have to obtain a license 
from each town through which proposed 
bus lines would pass. The railway had © 
contended that authority to operate bus 
lines as it saw fit was conferred upon 
the road by statute which provided that 
such operation was to be exercised only 
upon approval by the. Public Service 
Commission, now known as the Depart- 
ment of Public Utilities. 


Bus Heads Parade.—When, for the 
first time in the history of the local 
Post Office, a parade was staged in 
Kansas City, Mo., in the interest of a 
“Mail Early” campaign, one of the new 
double-deck buses of the Kansas City 
Railways carried a band on its upper | 
deck and headed the parade, which was 
to argue for early shopping and early 
mailing of all Christmas packages. 
About 45 mail trucks were included in 
the parade, in which W. E. Morton, 
postmaster, and other post office offi- 
cials participated. Signs on the trucks 
depicted the fact that, though each of 
the trucks was empty on that day and 
there was no mail rush, every truck 
would soon be carrying more than its 
allotted capacity. Two floats were also 
included, each carrying “mail early” 
slogans with large colored posters 
showing by illustration the advantages 
and disadvantages of procrastination in 
mailing gifts for the holiday season. 
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Financial and Corporate 


Central California and Southern 


Pacific Agree on Purchase 


The Central California Traction Com- 
pany, San Francisco, Cal., recently en- 
tered into an agreement with the 
Southern Pacific Company whereby the 
latter company agreed to purchase the 
former company’s line between Stock- 
ton and Sacramento. The application 
to purchase this line was made by the 
Southern Pacific to the Interstate Com- 
merce Commission, which body re- 
quested the California Railroad Com- 
mission to take the testimony and for- 
ward it with recommendations to the 
Interstate Commerce Commission. The 
case was heard before the California 
Railroad Commission and both sides 
were asked to file briefs. The time 
limit on the briefs is Dec. 31. When 
these briefs are finally filed with the 
California Railroad Commission they 
will be forwarded to the Interstate 
Commerce Commission for final deci- 
sion. 

Another steam line, namely, the 
Santa Fé Railway, also desired to pur- 
chase the Central California Traction 
Company. It presented arguments on 
Oct. 9 before the Railroad Commission 
for such acquisition. Previous to this 
hearing Herbert Fleishhacker, president 
of the traction company, testified that 
the Santa Fé had never made:an offer 
of purchase until an option had been 
-granted to the Southern Pacific. He 
claimed also that the electric railway 
was being run at a loss under the pres- 
ent plan of operation. V. S. Andrus, 
assistant to the general manager of 
the Southern Pacific, another witness, 
testified that the Southern Pacific in- 
tended to maintain the same rate, 
routes and divisions as were formerly 
maintained on the line. The case was 
referred to in the ELECTRIC RAILWAY 


JOURNAL, issue of Oct. 24, 1925, 
page 759. 
-Agreement Near on St. Louis 
Reorganization 


Further indications that all financial 


parties interested in the reorganization 


plans of the United Railways, St. Louis, 
are close to an agreement were evident 
at a hearing on Dec. 9 before Com- 
missioner Fred L. Williams held in the 
offices of Receiver Rolla Wells. 

At the hearing an application for an 
‘extension of the $4,100,000 of under- 
lying defaulted bonds was deferred 
until Dec. 17 with an explanation that 
pending conferences on this matter may 
render the application needless. The 
disposition of these bonds is the last 
financial stumbling block of the reor- 


_ ganization committee. 


Following the meeting Rhodes E. 
Cave, attorney for holders of the $30,- 
300,000 of first general 4s, and Stanley 
Clarke, counsel for the reorganization 
committee, both expressed the belief 
that the differences between the bond- 
holders and reorganization committee 
will be settled very soon. 


J 


The holders of the general 4s have 
contended that the underlying bonds 
should be paid off, but they have ob- 
jected to the plans of the reorganiza- 
tion committee to withdraw $8,300,000 
of authorized but unused general 4s 
for the purpose of retiring the under- 
lying bonds and $4,200,000 of receiver’s 
certificates. 

The hearing was confined to routine 
matters. Commissioner Williams ap- 
proved appropriations of $56,000 for 
the widening of Midland Avenue in 
University City, $20,000 for an exten- 
sion through Vernon Place subdivision 
in University City, and about $600,000 
for the payment of the regular 2 per cent 
semi-annual interest on the general 4s. 
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Worcester Consolidated Declares 
$5.25 Dividend 


Only $4.50 per share in back divi- 
dends remains to be paid on the 45,000 
shares of preferred stock of the 
Worcester Consolidated Street Railway, 
Worcester, Mass. This is an $80 par 
value stock carrying a cumulative divi- 
dend of $5 per share. 

At a meeting of the directors of 
the company on Dec. 15 a dividend of 
$5.25 was declared for the last half of 
1925. This, added to the dividend of 
$2.50 paid for the first half, makes 
$7.75 for the full year, $5 of which is 
the regular annual rate. 

It is estimated that a period of two 
years more of earnings similar to those 
of the last two years should result in 
making it possible for the company to 
pay off back dividend on the cumulative 
preferred stock and put the common 
stock in line for dividends. 


Capitalization Plan Approved 


State Commission Says Kansas City Proposal Meets Its Test, but It 
Withholds Judgment on Reorganization Plan Proper—Earnings of 
System Excellent—Sale, Set for Dec. 15, Postponed 


CCORDING to advices from Jeffer- 
son City, Mo., the Public Service 
Commission of Missouri entered an 
order on Dec. 12 approving the capital- 
ization plan of the Kansas City Rail- 
ways as submitted to the commission by 
the reorganization committee. The com- 
mission, however, withheld its judg- 
ment on the reorganization plan proper 
until a later date. The sale of the 
property under foreclosure was set for 
Dec. 15, but was postponed until early 
in January. 

The commission, according to the re- 
port, estimates the earnings of the 
railway at from $1,000,000 to $1,750,000 
annually, sufficient to pay the fixed 
charges of the new company, i.e., 6 per 
cent interest upon about $12,500,000 
representing the first mortgage bonds. 

The capitalization requested by the 
committee and approved in the order 
by the commission consists of an issue 
of first mortgage bonds amounting to 
$12,465,200, 83,364 shares of non-par 
preferred stock, to pay $7 a share, and 
182,645 shares of non-par value com- 
mon stock. In its approval the com- 
mission’s order is made conditional 
upon the purchase of the railway’s 
properties by the reorganization com- 
mittee, which is composed of owners of 
the old first mortgage bonds. 

Concerning the proposed reorganiza- 
tion plan, the order of the commission 
reads: 

The commission reserves “jurisdiction to 
make such order or orders as it may find 
necessary and proper, touching and con- 
cerning the proposed plan of reorganization. 

Solon T. Gilmore, city counselor, in 
his closing arguments before the com- 
mission, is said to have stated that 
Kansas City’s only objection to the 
capitalization plan was in the issuance 
of such a large amount of common 
stock. 

Some time ago Frank P. Sebree, at- 
torney for the preferred stockholders, 
was denied a hearing by the United 
States District Court on the grounds 


that he has been estopped. Similarly 
Blatchford Downing, attorney for the 
second mortgage bond holders, admits 
that he is denied a day in court until 
after the property has been sold under 
foreclosure. In view of this the com- 
mission said: 

It does not appear that any order that 
this commission might make herein can 
have any effect on the legal rights of the 
second mortgage bond holders or the pre- 
ferred stock holders of the Kansas City 
Railways. It appears that the earnings of 
the property during recent years have been 
ample to cover the annual fixed charges 
provided for in the plan submitted, and it 
appears further that certain economy can 
be effected after reorganization. 

The ‘commission did not attempt to 
report any findings upon the totai 
valuation of the railway’s properties in 
its order. It is said they are not ex- 
pected to take up the question of valua- 
tion unless that question is brought 
before the commission in an application 
for new rates.« 

Under the proposed plan of reorgan- 
ization, the fixed charges necessary to 
be earned by the new company in order 
to carry the proposed bond issue wili 
be $747,912 annually. The net earn- 
ings under the receivership of the 
present company have, been announced 
as follows: 

For 1921, $1,814,178; for 1922, $2,- 
135.858; for 1923, $2,203,453; for 1924, 
$1,730,475, and for the period Jan. 1 
to Sept. 30, $1,336,816. 

The annual fixed charges of the pres- 
ent company are said to be $2,057,600. 
The commission’s engineers are said to 
have estimated that annual dividends 
on the proposed preferred stock issue 
will amount to $583,548, with no divi- 
dends payable on the common stock 
unless additional earnings accrue. 

The desire to earn dividends on these 
issues will be an additional incentive to 
economical operation of the new com- 
pany. 

The city counselor may appeal from 
the order of the Missouri commission, 
but no action to that end will be taken 
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until he has received a copy of the 
findings of that body. 

P. C. Groner, attorney, and William 
G. Woolfolk, engineer, for the New- 
man syndicate, active in the reorgan- 
ization, arrived in Kansas City from 
Chicago on Dec. 14 to complete arrange- 
ments for the bidding in of the rail- 
way’s properties at the sale the fol- 
lowing day. Messrs. Groner, Woolfolk 
and R. J. Higgins have authority to 
acquire the property in behalf of the 
first mortgage bond holders’ reorgan- 
ization committee. 


Mayville Line May Be Abandoned 
by Chautauqua Traction 


The Chautauqua Traction Company 
has applied to the Public Service Com- 
mission of New York to abandon that 
portion of its electric line between Ash- 
ville and Mayville on the west shore 
of Chautauqua Lake, N. Y. For sev- 
eral years the line has been operated 
at a loss. If the application is granted 
by the commission, Chautauqua will be 
left without railway facilities. One of 
the factors which has played an impor- 
tant part in the present situation affect- 
ing the Chautauqua Traction Company 
is the progress made in state highway 
development on the east side of Chau- 
tauqua Lake. This has built up the 
territory, but has left the west shore 
of the lake undeveloped to any -great 
extent as a summer vacation and resort 
section. 

The Chautauqua Traction Company 
opened its line from Jamestown to May- 
ville in 1903. A few years later it 
extended the line from Mayville to 
Westfield. This latter section of about 
7 miles was recently abandoned, so that 
if the recent request to abandon from 
Ashville to Mayville is granted, it is 
planned to dissolve the company operat- 
ing the Jamestown-Ashville line. 

The line was built by the Broadhead 
interests. At first it proved a paying 
proposition, but with the rapid develop- 
ment of the automobile and the superior 
highway development on the east shore, 
business gradually decreased. It is said 
that operation of the line has been con- 
tinued during the last few years only 
through the interest taken by the 
Broadheads in all matters pertaining to 
the development of Jamestown and the 
Chautauqua Lake region. 


Wheeling Operates Mozart Line 


Notified on the night of Nov. 30 by 
city officials of Wheeling, W. Va., that 
improved service and other conditions 
of its franchise. must be lived up to 
or the franchise surrendered, the City 
Railway ran its cars into the carhouse 
and announced it would quit. On the 
morning of Dec. 1 the rolling stock 
was turned over to H. L. Kirk, city 
manager, by the railway and since that 
time the line has been operating on the 
same schedule as when owned by the 
City Railway. It is said that a com- 
pany now in process of formation by 
residents of the territory will eventually 
take over the line, which is 3 miles long, 
connecting Wheeling and Mozart Park. 

The shutdown came as a climax to 
years of struggle against adverse con- 
ditions, according to statements from 


officials of the company. It was also a 
surprise to the city of Wheeling offi- 
cials, who had only recently received 
assurance from the Public Service Com- 
mission at Charleston that the cars 
would be operated until Dec. 15 and 
possibly a little later. 

Operation of privately owned auto- 
mobiles has made great inroads on the 
revenue of the City Railway during the 
past few years, according to the pe- 
tition filed by the company with the 
Public Service Commission for permis- 
sion to discontinue operation. Up until 
a year ago the company operated under 
a franchise which made no provision for 
maintaining the right of way or other- 
wise meeting city requirements, such 
as were included in the other traction 
company franchises. Then anew grant 
was executed in which the City Railway 
agreed to comply with provisions for 
improvements between tracks. 


Common Stock Dividend Passed 
by Texas Interurban 


Stockholders of the Texas Electric 
Railway, Dallas, Tex., have received a 
letter from Jack Beall, president of the 
company, explaining that automobile 
and bus competition and poor crops, 
especially the latter, were the cause for 
suspending payment on its common 
stock. The usual dividends were de- 
clared upon the first and second pre- 
ferred stocks of the company. 

The Texas Electric Railway supplies 
interurban passenger and freight serv- 
ice between Dallas and Corsicana and 
to Denison, McKinney, Sherman, Waco 
and Waxahachie. In the letter to stock- 
holders President Beall said: 


In our opinion the main cause for the 
marked decline in receipts during the 
present year is to be found in the distress- 
ing drought condition that prevailed in this 
section of Texas during the cotton planting 
and crop growing season of this year. For- 
tunately this section of Texas has wonder- 
ful recuperative power and with seasonable 
conditions the return to normal should be 
rapid. We hope the suspension of dividends 
on common stock may be only temporary. 

Almost 1,000,000 motor vehicles have 
been registered in the state this year. When 
you consider their cost and operation and 
upkeep and depreciation you will readily 
see that it will require most, if not all, of 
our $500,000,000 cotton crop to provide and 
maintain our motor vehicles. 

Mr. Beall compares the service fur- 
nished by the interurban with that of 
the private automobile and bus lines to 
show the advantages of economy and 


safety claimed for the electric service. 


Concord, N. C., Buys 
Railway System 


Railway property in -Concord, for- 
merly the property of the North Caro- 
lina Public Service Company, became 
the property of the city of Concord on 
Dec. 7. The transfer of the holdings 
came about through the failure of the 
company to pay a $33,954 paving .as- 
sessment. Notice had been given on 
Nov. 6 that the tax collector would sell 
the “franchise granted by the city of 
Concord and all the property, real and 
personal, of the street railway system.” 
It was stated in the notice of sale that 
no bid will be received unless sufficient 
in amount to discharge all the taxes 
due, together with all costs and ex- 
penses of the sale. With the exception 


of the city officials, a representative of 
the railway and a few curious onlookers, 
no one appeared at the auction. 

Railway service in Concord ceased 
several months ago, the company show- 
ing that it. was operating at a loss. 
Efforts were made to secure a purchaser 
but without success. The company op- 
erates in Greensboro, Salisbury and 
many other cities. 
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Traffic in Baltimore.—The number of 
passengers carried on the lines of the 
United Railways & Electric Company, 
Baltimore, Md., from January, 1925, to 
October inclusive was 185,622,377, 
against 190,807,951 for a similar period 
in 1924. For the first six months of 
1925 the number of passengers carried 
was 112,761,063 against 117,780,547 for 
last year. In a tabulation made by the 
industrial bureau of the Baltimore As- 
sociation of Commerce, it is said that 
the firststrictly comparable month is 
June, 1925, as zone changes as of June 
1, 1924, caused decreases which repre- 
sented to a considerable degree losses 
in the number of fares collected, rather 
oe. in the number of passengers car- 
ried. 


Twenty-seven-Cent Manhattan Divi- 
dend.—The board of directors of the 
Interborough Rapid Transit Company, 
New York, on Dec. 8 authorized pay- 
ment of 27 cents a share on account of 
quarterly rental dividend to stockhold- 
ers of the Manhattan Railway who 
subscribed to the readjustment plan, 
this being the amount due under the 
provisions of the plan, based on results 
of operations for the quarter ended 
Sept. 30. 

Increased Patronage Expected.—In- 
stead of losing patronage, as has been 
claimed, D. W. Henderson, superintend- 
ent of the Seattle Municipal Railway, 
Seattle, Wash., asserts the lines ‘are 
now gaining and* that “there is every 
indication that the increase will con- 
tinue.” Mr. Henderson denies that the 
gain is seasonal, but is due in part to 
the fact that more people are using the 
cars instead of their automobiles, and 
also that more people are being given 
employment in industries located in the 
tidelands district. He said that although 
the lines. will carry approximately 
2,000,000 fewer riders this year than 
last, this will be only half the amount 
of the decrease for the previous year. 


Stock Issued for Improvements.—At 
a special meeting of stockholders of the 
Wisconsin Railway, Light & Power 
Company, Milwaukee, Wis., plans were 
adopted to issue $1,500,000 of preferred 
stock, $500,000 of which is to be sold 
immediately to finance improvements 
and extensions. The company will be 
known in the future as the Mississippi 
Valley Public Service Company. ‘ 

Franchise Tax Higher.—The fran- 
chise tax valuation of the Rochester 
lines of the New York State Railways 
is boosted $1,600,000 in tentative 
figures announced by the State Tax De- 
partment on a basis of 66 per cent of 
actual property value. The railway’s 
valuation is fixed at $6,414,000. In 
1925 the figure was $4,830,000. 

Authorized to Abandon.—The Public 
Utilities Commission of Ohio recently 
authorized the receivers for the Day- 
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ton, Covington & Piqua Traction Com- 
pany, in West Milton, Ohio, to abandon 
the road. Thirty days notice to the 
public must be given before the road 
ean discontinue service. In its petition 
for abandonment, the company de- 
clared that it had been operating at a 
loss due to automobiles and buses cut- 
ting down its patronage. The line is 34 


- miles long and connects Dayton, Piqua, 


Covington, West Milton, Pleasant Hill, 
Ludlow Falls, Union, Englewood and 
Overlook Park. 

Exchange of Securities Effected.— 
The recapitalization plan of the 
Havana Electric Railway, Light & 
Power Company, Havana, Cuba, involv- 
ing an exchange of securities for those 


of the Havana Electric & Utilities 


Company, was declared operative on 
Dec. 14 by Speyer & Company, read- 
justment managers. More than 175,000 
shares, or more than 83 per cent of the 
company’s 6 per cent preferred stock, 


_and about 141,000 shares, or more than 


93 per cent of its common stock, have 
been deposited under the plan. 


Merger with Western United Sought. 
—E. H. Rollins & Company and A. E. 
Fitkin & Company, New York, have 
purchased a minority stock interest in 
Copley Utilities, Inc., and plans are be- 
ing perfected to consolidate the com- 
pany with the Western United Corpora- 
tion. A special meeting of the Western 
United stockholders will be held late 
this month to vote on the proposed 
merger. A subsidiary of the Western 
United Corporation, the Aurora, Elgin 
& Fox River Electric Company, ac- 
quired in January, 1924, by purchase, 
all the property of the Fox River Divi- 
sion of the Aurora, Elgin & Chicago 
Railroad. This property includes the 
local lines in Aurora and Elgin and 
the interurban lines from Montgomery 
north through Aurora to Carpenters- 
ville. The company also operates a 
bus line from Yorkville to Aurora. The 
Copley Utilities, Inc., is a recently 
formed Illinois Corporation. It holds 
some of the capital stock of the West- 
ern United Corporation. 

Council Approves Consolidation.—The 
Commission Council of New Orleans 
has adopted the ordinance providing for 
the consolidation of the Consumers 
Electric Light & Power Company, and 
the Citizens Light & Power Company 
with the New Orleans Public Service, 
Inc. The vote was three to two. Mayor 
Behrman, Commissioner Hall of the 
Department of Public Utilities and 
Commissioner O’Keefe of the Depart- 
ment of Finance voting in the affirma- 
tive, with Commissioner Habans of the 
Department of Public Safety and Com- 
missioner Klorer of the Department of 
Public Property in the negative. Mr. 
_Klorer said he was not opposed to the 
consolidation of these companies, but he 
was not quite ‘satisfied with the price 
being paid by the New Orleans Public 
Service for the two smaller companies. 
The ordinance, as adopted, will add 
$5,485,000 to the rate base of the New 
Orleans Public Service, Inc., repre- 
sented by 36,000 shares of preferred 
stock and the assumption by the New 
Orleans Public Service, Inc., of $1,885,- 
000 of outstanding bonds of the Con- 
‘sumers Electric Light & Power Com- 
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Personal Items 


Many Changes in Buffalo Personnel 


Mr. Yungbluth Succeeds as President Mr. Tulley, Who Returns to Phila- 
delphia—Mr. Queeney Chairman of Board and Vice-President 
—Several Other Changes 


ERBERT G. TULLEY has resigned 

as president of the International 
Railway, Buffalo, effective on Jan. 1. 
He will be succeeded by Bernard J. 
Yungbluth, vice-president of the com- 
pany. Mr. Tulley will go to Phila- 
delphia as vice-president of Mitten 


B. J. Yungbluth 


Management, Inc. He will have charge 
of a plan to merge the taxicabs of the 
city with the Philadelphia Rapid Tran- 
sit Company as part of Philadelphia’s 
unified transportation facilities. Mr. 
Tulley has been president of the Inter- 
national for five years since the retire- 
ment of Edward G. Connette. 

Many other changes in the personnel 
of the International Railway were an- 
nounced at the annual convention of 
the International Railway Co-operative 
Association. Thomas E. Mitten, presi- 
dent of Mitten Management, Inc., Phila- 


H. G, Tulley 


Eee 
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delphia, has resigned as chairman of the 
board of directors of the International, 
but will retain his place as chairman of 
the executive committee of the railway. 
James A. Queeney, Philadelphia, vice- 
president of Mitten Management, Inc., 
will succeed Mr. Mitten as chairman of 
the board of directors. 

James E. Deaton, a pitman in the 
mechanical department of the Inter- 
national on the Park & River division 
of the company at Niagara Falls, Ont., 
and a full-blooded American Indian, was 
elected a member of the board of di- 
rectors of the railway. He is the first 
employee to become a member of the 
board, in line with the I.R.C. co-opera- 
tive movement by which employees are 
security holders of the company. Mr. 
Deaton presided at the meeting of the 
International Ratlway Co-operative As- 
sociation at which Mr. Tulley’s resigna- 
tion was announced. 

Mr. Yungbluth, the new president of 
the International, has been vice-presi- 
dent of the company in charge of opera- 
tion and traffic for a year. He came to 
Buffalo from Philadelphia, where he 
had been associated with Mitten Man- 
agement and the Philadelphia Rapid 
Transit Company, under Mr. Mitten, for 
twelve vears. 

Mr. Queeney will continue as vice- 
president of Mitten Management ir 
addition to being chairman of the board 
of directors of the International Rail- 
way. He also will serve as active vice- 
president of the company in charge of 
traffic. In this position he succeeds Mr. 
Yungbluth. 

I.R.C. Service Talks will replace 
Tulley Talks as the official publication 
of the company, providing a direct 
means of contact between the company 
and the car rider. 

High tribute to the management of 
the International by Mr. Tulley was 
paid by Thomas E. Mitten in his talk 
at the convention. He recounted the 
pioneer work, particularly in connection 
with the co-operative movement, done 
by Mr. Tulley in Buffalo, and said the 
co-operative plan now in effect has done 
much toward bringing about better 
public relations and improved traction 
service on all local and interurban lines 
of the International system. 


City’s Street Railway Director 
at Cincinnati Resigns 


W. Jerome Kuertz, Street Railroad 
Director of Cincinnati, Ohio, has ten- 
dered his resignation to Mayor George 
P. Carrel to take effect on Jan. 1. For 
some time Mr. Kuertz has expressed a 
desire to return to the private practice 
of law. When William C. Culkins, ex- 
ecutive vice-president of the Cincinnati - 
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Chamber of Commerce, resigned as 
Street Railroad Director in 1921, the 
late Mayor John Galvin appointed Mr. 
Kuertz, who then was assistant in the 
office of the city solicitor. With the 
election of Mayor Carrel in 1922, Mr. 
Kuertz was reappointed. 

For many years prior to his accept- 
ance of the directorship of the street 
railway Mr. Kuertz was with the law 
firm of Kincaid & Rogers, which 
specialized in utility matters. Mr. 
Kuertz played an important part in 
bringing about the reorganization of 
the traction system in Cincinnati. 
There has been no intimation of who 
will succeed Mr. Kuertz as the appoint- 
ment will be made by Col. Clarence O. 
Sherrill, the city manager. The salary 
of the position of city street railway 
director has recently been reduced 
from $8,100 to $7,000. 


Ross Schram in Business with 
Senator Couzens 


Ross Schram, former general man- 
ager of the Detroit municipal railway 
system, and Clarence EH. Wilcox, 
former Corporation Counsel for the 
city of Detroit and later head of the 
claims department of the Department 
of Street Railways, have become asso- 
ciated with Senator James Couzens in 
the Couzens Ice Machine Company. 

Senator Couzens, under whose régime 
as Mayor of Detroit the municipal rail- 
way system was started, is president of 
the newly incorporated concern, with 
Frank Couzens, his son, as vice-presi- 
dent and treasurer; Mr. Wilcox, at- 
torney for Mr. Couzens, is secretary of 
the company, and with them are asso- 
ciated Mr. Schram and Joseph A. 
Martin, former head of the Department 
of Public Works under Mr. Couzens and 
later acting Mayor. 

Mr. Schram was secretary to Mayor 
Couzens and was made secretary of the 
Street Railway Commission. He was 
later appointed assistant general man- 
ager of the Department of Street Rail- 
ways, with Joseph S. Goodwin general 
manager. Mr. Schram’s experience as 
secretary to the Mayor and as secre- 
tary of the Street Railway Commission 
gave him an intimate knowledge of 
Mayor Couzens’ policies with regard to 
the new municipal railway system. He 
was later appointed general manager, 
which position he held until his res- 
ignation was requested by Mayor John 
W. Smith. 

Shortly after Mr. Schram’s resigna- 
tion as general manager Mr. Wilcox 
resigned as head of the claims depart- 
ment of the Department of Street Rail- 
ways. 

The new Couzens company will 
manufacture electrical refrigerators on 
a production basis, employing methods 
approximating those used in the auto- 
mobile industry with a view to reducing 
costs materially, Mr. Couzens has an- 
nounced. 


William P. Evans, attorney, has been 
appointed counsel for the Interstate 
Public Service Company, Indianapolis, 
Ind. He succeeds George H. Voigt, 
Jeffersonville, who served the Inter- 
state company as general counsel for 
many years. 


Service and age. 


Obituary 


Franklin Ide Fuller 


Franklin Ide Fuller, first vice-presi- 
dent of the Portland Electric Power 
Company, Portland, Ore., died on Dec. 
16 after an illness of only two days. 
The passing of Mr. Fuller marks the 
death of one of the last of the pioneers 
in railway work in the Northwest. 

Born 67 years ago, Mr. Fuller was 
the oldest electric transportation official 
on the Pacific Coast both in length of 
When he began his 
railway career in Portland low and old 
fashioned cable cars groaned over the 
city’s pavements and he it was who 
pushed through transportation develop- 
ment to the present trolley and bus 
system that reaches into nearly every 
district. The recent bus phase of the 
transportation system is credited 
largely to him. When the traction in- 
dustry almost crashed in 1893 Mr. Ful- 
ler’s driving energy is said to have 
been the chief factor in averting this 
catastrophe. Business acquaintances 
recall his move in selling large blocks 
of transportation tickets at the time. 

In 1892 Mr. Fuller began his career 
in the railway business in Portland, 
entering the employ of the Portland 
Cable Railway. He became manager 
of this company and when the firm 
later became the Portland Traction 
Company he continued as manager. 
When the Portland Traction Company 
and the Portland Railway amalga- 
mated in 1900 Mr. Fuller was made 
general manager and remained in this 
capacity when the consolidation was 
effected between the Portland Railway 
and the Portland Consolidated Rail- 
way. At the end of that year the 
Clark and Seligman interests of Phila- 
delphia and New York purchased the 
properties and the Portland Railway 
was organized with Mr. Fuller as 
president. In this work he continued 
until the Portland Railway, Light & 
Power Company was formed in 1906, 
when he assumed the duties of vice- 
president. The name of the company 
only recently was changed to that of 
the Portland Electric Power Company. 

Although Mr. Fuller was only 33 
years old when he started in Portland 
in the railway industry, he brought 
to his new work many varied experi- 
ences gained in different fields of en- 
deavor. After he had attended the pub- 
lic schools of Providence, R. I., the 
city of his birth, he turned his atten- 
tion to civil engineering and became a 
student in the office of the city engineer 
at Providence. He then entered the 
railway service and was engaged in 
New York and Wisconsin on location 
and construction work. In 1883 Mr. 
Fuller went to Oregon as representa- 
tive of the Northern Pacific Terminal 
Company. The failure of the Northern 
Pacific improvements and the cessation 
of railway work in the Northwest 
caused Mr. Fuller to enter the contract- 
ing business. He continued in this 
business for four years, the next three 
years being spent with the Oregon Iron 
& Steel Company at Oswego. Here 
he acted as assistant to the manager 


and later as manager. Then he gave a 
year of his time to the real estate busi- 
ness. 

He was a member of. the Arlington 
and Multnomah Clubs, Chamber of 
Commerce, the American Society of 
Civil Engineers since 1886, the Wood- 
men of the World, Royal Arcanum and 
the Modern Woodmen of America. 


J. L. Gould 


John L. Gould, an engineer in the 
electric railway division of the sales 
department of the Texas Company, New 
York, N. Y., died on Dec. 13, in Nor- 
wood, Pa. Mr. Gould was well known 
in the electric railway and allied fields. 
For fifteen years he served the Reading 
Transit Company, Reading, Pa., and the 
Wilmington & Philadelphia Traction 
Company at Wilmington, Del., as mas- 
ter mechanic. Mr. Gould received his 
electrical training in the Schenectady, 
N.-Y., and Lynn, Mass., shops of the 
General Electric Company and later was 
transferred to the Philadelphia office of 
the same company. He afterward was 
appointed master mechanic for the 
Reading Transit & Light Company, now 
known as the Reading Transit Com- 
pany, but left that position to assume 
similar duties in Wilmington, Del., and 
Chester, Pa. He served as a member 
of the equipment committee of the 
American Electric Railway Association 
through the years 1921-1924. He was 
born in Topeka, Kan., 48 years ago. 


G. J. McDonough 


George J. McDonough, superintendent 
rapid transit inspection shops, Brook- 
lyn-Manhattan Transit Corporation, 
Brooklyn, N. Y., is dead. Mr. MeDon- 
ough was well known and well liked 
over all the Brooklyn systems. He estab- 
lished for himself an enviable reputa- 
tion for getting things done promptly. 
He was not a driver of men, but he in- 
spired them to do their best and do it 
quickly. His associates knew that he 
had been through the mill himself. He 
started with the Brooklyn system in 
May, 1898, as an overhauler at the sur- 
face shops in Bergen Street. He was 
next transferred to the surface shops 
at the Crosstown depot. His appoint- 
ment to the rapid transit shops at 
Thirty-sixth Street dated from 1902. 
There he remained continuously except 
for a period from June 23, 1916, to 
Nov. 9, 1916, during which time he was 
at the East New York inspection shops 
of the rapid transit system. His entire 
term of service with the company from 
1898 until his death was continuous. 
Mr. McDonough was born Sept. 27, 
1876. : 


George Chambers 


George Chambers, one of the pioneers 
in the development of street railways in 
Buffalo, died on Nov.-19. He was 82 
years old. For many years Mr. Cham- 
bers was the tax and land expert for 
the International Railway, Buffalo. He 
also served as its special agent before 
the Buffalo City Council and in state 
legislative matters. Mr. Chambers built 
the old Best Street car line in Buffalo 
for the Buffalo Traction Company, ab- 


‘sorbed by the International Railway in 


the consolidation of traction interests. 
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News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


New Record for Steel 


Rail Consumption Is a Large Factor 
in the Present State of 
the Industry 


There is every indication that the 
present year will prove a record breaker 
in the steel industry. While it is true 
that the previous record will not be 
exceeded by any very startling amount, 
considerable sentimental interest is at- 
tached to the prediction. Current pro- 
duction continues at a very heavy rate 
and shipments are on the increase, yet 
no indication is at hand that stocks are 
accumulating in buyers’ hands in such a 
way as to invite reaction later. 

age ae manufacturers of rails 
and track supplies, and the steel con- 
suming industries as a whole are oper- 
ating at high rates. This showing at 
this time of year is interpreted to indi- 
cate good promise of heavy consumption 
for months to come. The daily rate of 
steel ingot production as reported by 
the American Iron and Steel Institute 
increased 8.3 per cent from October to 
November. December production at the 
October-November average would make 
year’s ingot production about 
44,000,000 tons, the two highest years 
hitherto having been 1917 with 43,619,- 
200 tons and 1923 with 43,485,665 tons. 

Just at this time, however, precise 


_ comparisons are of no moment, it being 


evident that an unknown tonnage of 
rail business for 1926, already dis- 
tributed, had not received formal entry 
on books by the end of November. 
Sometimes many weeks elapse between 
distribution of rail tonnage and formal 
closing up of all details. 

With additional rail business to be 
entered, with most of the half year’s 
tin plate business likely to be placed 
under contract, and with no little first 
quarter contracting in other finished 
products, also in some semi-finished 


' material, the December unfilled tonnage 


statement of the Steel Corporation is 


' certain to show a large gain. 


R. C. Graham in Charge of 
Dodge Brothers Sales 


Robert C. Graham has been made 
vice-president and general sales man- 
ager of Dodge Brothers, Inc. He was 
formerly vice-president in charge of 
Graham Brothers sales. 

A few weeks ago it became known 
that Dodge Brothers, Inc., had acquired 
a controlling interest in Graham 
Brothers, largest exclusive truck manu- 
facturers in the world. The fact that 
the three Graham Brothers had ac- 
quired a substantial interest in Dodge 
Brothers, Inc., was also made public 
at the same time. 

The new Dodge vice-president and 
general sales manager has a brilliant 


record as a director of sales, dating 


back to the time when he was in charge 


of the Graham Glass Company, oper- 
ated by the same three brothers. Since 
Graham Brothers effected an arrange- 
ment with Dodge Brothers in 1921, 
whereby Dodge Brothers were to sup- 
ply the engine and the marketing or- 
ganization for a truck to be built by 
Graham Brothers, Robert C. Graham 
has been the directing head of the sales 
efforts. In this brief time his company 
has risen with an approximate 1925 
output of 25,000 1-ton and 14-ton trucks 
and buses. 

Immediately on taking over his new 
duties Mr. Graham announced the ap- 
pointment of John R. Lee as assistant 
general sales manager. Mr. Lee, up 
to the time of this appointment, was 
assistant to the president of Dodge 
Brothers, Inc. Before becoming as- 
sistant to the president, Mr. Lee was 
for some time in full charge of Dodge 
Brothers’ operations in Canada, organ- 
izing the production and sales organiza- 
tion of Dodge Brothers (Canada) Lim- 
ited. Prior to this he was for years 
associated with the Ford Motor Com- 
pany. 

The appointment of Mr. Graham fol- 
lowed the resignation of F. L. Sanford 
as general sales manager. Mr. San- 
ford, who was previously New York dis- 
trict representative for Dodge Brothers, 
Inc., and subsequently director of dis- 
tribution and assistant general sales 
manager, resigned to accept the Dodge 
Brothers dealership in Indianapolis. 
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Orleans Company Gets Powerful 
Brown-Boveri Engine 


Brown-Boveri Company is respon- 
sible for the designs and research work 
connected with the development of the 
most powerful electric locomotive con- 
structed thus far for fast trains on 
French railways. This engine was built 
by the Compagnie Electro- -Mécanique 
for the Orleans Company. It operates 
normally on 1,500 volts and has been 
drawing trains of 750 tons in trial runs 
made on the Paris-Etampes section of 
the line. In speed trials, drawing a 
train of 400 tons, it has attainea a 
oe of 125 km. (about 77.7 miles) an 

our 


First Organized Attempt to 
Standardize Freight Equipment 


A new note of co-operation among 
operating companies was struck re- 
cently when several members of the 
Central Electric Railway Association 
reached an agreement on a standard- 
ized freight trailer. After indicating 
that their aggregate requirements 
would be substantially 150 units, a spe- 
cial arrangement has been entered 
into with a prominent car manufacturer 
whereby it was agreed to purchase 
these cars on car trust certificates car- 
rying a down payment of 10 per cent 
and equal monthly installments over a 
period of five years. 

This is said to be the first organized 
attempt made by a group of electric 
railways to standardize on freight 
equipment and make arrangements 
with manufacturers for special terms. 
Nine companies in all have entered into 
the agreement and a spirit of co-opera- 
tion has been in evidence to an unusual 
degree throughout the formulation of 


ELECTRIC RAILWAY MATERIAL PRICES—Deec. 15, 1925 


Metals—New York 


Copper, electrolytic, cents per!b........... 14.05 
TAeHG) CONCEDED ey. le wvalisiels bls shore cosines 9.25 
Nickel, CONS Perl... cc cece rnccscccecces 34.00 
Zine, cents per lb.. Pee ce sinks beats 8.85 
Tin, ‘Straits, cents perlb.. 61.25 
Aluminum, 98 to 99 per cent, cents per Ib. 28.00 
Babbitt metal, warehouse, cents per lb.: 

Commercial grade...........--+-20005 56 00 


Gponeral SELWICC sci arie we encase sseenes 31.50 


Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads) nce eteeie ees eeiseis ores vee ole ees $5.00 
Somerset mine run, Boston. 2.05 
Pittsburgh mine run, Pittsburgh 2.05 
Franklin, Ill., screenings, Chicago Hevea 1. 875 
Central, ill., screenings, Chicago. . Mey Perr, tc 1 425 
Kansas screenings, Kansas City. . 2.30 

Track Materials—Pittsburgh 
Standard steel rails, grosston.....:,....-- $43.00 
Railroad eniess drive, peeburen bese. 

cents p 295 
Tie ante type), cents ‘perib.. 2.425 
Angle bars, cents perlb 235 
Rail bolts and nuts, Pittsburgh base, cents,lb. 4.075 
Steel bars, cents per lb 2.00 
Ties, white oak, Chicago, 6in.x8 in.x8 ft... $1.40 

Hardware—Pittsburgh 
Wire nails, base per U3, | aR 2.65 
Sheet iron (28 gage), cents per |b.. 3.35 
Sheet iron, galvanized (28 gage), gents perlb. 4.60 
Galvanized barbed wire, cents per lb.. 3.35 
Galvanized wire, ordinary, cents per Ib.. 2.50 
Rae’ ew York 
Waste, wool, cents perlb..........--+-505 12-18 
Waste, cotton (100 Ik 1b. es. cents per Ib.: 
Wille! shitaietic aise eh wie e teens 13-17.50 
Colored seen isa snc sve cenets 10-14 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), per gal.. ..« $0,9825 
Whitelead in «il (100 1b. keg), cents perlb.. 0.1550 
Turpentine (bbl. lots), per gal... 1.015 
' Car window glass, (single strength), first 


three brackets, A quality, discount*..... 84.0% 
Car window glass, ‘single strength), first 86.0% 
three brackets, B quality, discount*... 
Car ate glass, (double strength) all 
sizes, A quality, discount*. ............. 85.0 


Putty, 100 1b. tins, cents perlb.. , 4-6 
* Prices f.o.b. works, boxing ‘charges extra. 


Wire—New York 


Copper wire base, cents per lb... 6.00 
Rubber-covered wire, No. 14, per 1, i000 tt. $7.00 
Weatherproof wire base, cents perlb.. 18.25 
Paving arateeiaiae 

Paving stone, granite, 5 in. 

New York—Grade I, per thousand..... $147 
Wood — pene 34,16 lb. treatment, 

Yi he daceahle Be O45 Kis tee tetas $2.70 

Paving brick Seid, N. Y., per 1,000 in 

GATIORCUIOUN = losis agin hs ccs v/ayp eat pai 51.00 
Paving brick eauee N.Y., per 1,000 in 

carloads lata, a. caret. en Sete es 45.00 
Crushed stone, }-in., , carload lots, N. Y.» 

MELO VAs Pi yiveteleus tate atte steak 1.85 
Cement, Chicago consumers’ net prices, . 

WIGDOWW RGR. ois a cap cle xa ga sistawina nim ainin 2.10 
Gravel, -in., cu.yd., f.o.b. N. Y.. 1.75 
Sand, cu.yd. eNGLRS cet g dues sapicere 1.00 


Old Metals—New York and Chicago 


Heavy copper, cents perlb..............-- 11.625 
Light copper, cents per lb... 9.75 
Heavy brass, cents per tb.. 7.125 
Zine, old serap, cents per lb. 5 125 
| Lead, cents per lb. (heavy)........0:...05 . 50 
Steel car axles, Chicago, net ton. 2 18.25 
Cast iron car wheels, Chicago, gross ton.. 18.75 
Rails (short), Chicago, gross ton.......... 19.25 
Rails, (relaying), Chicago, gross ton. 25.50 
Machine turnings, Chicago, gross ROA te 9.75 
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the plan. Final steps in closing the 
contract are being withheld pending 
the decision of two or three of the par- 
ticipating companies as to whether 
their individual requirements have been 
fully covered. 


Signal Concerns Have United 


An important merger has just been 
accomplished with the consolidation of 
the Nachod Signal Company, Louisville, 
Ky., and the United States Electric 
Signal Company, West Newton, Mass. 
It is planned to manufacture the prod- 
ucts and devices of both companies at 
the Louisville plant. No change will 
be made, however, in the sales and 
engineering staffs of the concerns. 
These organizations will be combined 
into unit working groups. 


Manufacturers Co-operate in 
Modernization Plan 


One of the points decided in connec- 
tion with the program for the campaign 
to further the idea of modernization of 
equipment among the electric railways 
was a co-ordinated publicity effort 
among the manufacturers. Each manu- 
facturer concerned is of course to direct 
his own advertising, but all the efforts 
are to be directed toward the replace- 
ment of obsolete cars. 

The present effort is to find the way 
out, no matter what the previous deter- 
rent to the use of modern equip- 
ment has been. The adoption of stand- 
ards has already done much to help 
along the work. So far as the manu- 
facturers are concerned they have con- 
stantly preached modernization in the 
past, not always, perhaps, in terms of 
the present tangible movement among 
them along these lines, but none the less 
in the interest of the whole industry. 

Already some of the advertising 
literature being issued reflects the new 
movement in the text of the announce- 
ments. Typical of this is Westing- 
house Electric & Manufacturing Com- 
pany leaflet 2025, on “The Advantages 
of Operating New Equipment.” This 
publication, very attractively presented 
in two colors, emphasizes the many 
disadvantages of continuing in opera- 
tion obsolete equipment and the many 
advantages resulting from the opera- 
tion of new and up-to-date cars. Much 


is made of the fact that obsolete equip-’ 


ment is not inviting to the public, while 
new cars attract patronage when used 
to provide more frequent service. 


Oil Electric Orders Increasing 


As an indication of the interest 
shown throughout the transportation 
world in Diesel electric motive power, 
the: Ingersoll-Rand Company reports 
eight of this type of locomotive now 
under construction. Six of these units 
are already contracted for by railroads 
and tentative contracts for several more 
are under consideration. 
unit, one 750-hp., four 600-hp., similar 
to the engine just delivered to the Long 
Island Railroad, and two of smaller 
capacity are in various stages of com- 
pletion today. Ingersoll-Rand is work- 
ing in conjunction with General Elec- 
tric and American Locomotive Com- 
pany in producing these units. 


One 1,500-hp.: 


ELECTRIC RAILWAY JOURNAL 


$5,000,000 Car Order in Prospect 
in Brooklyn 


Based on approval secured on Dec. 
17 from the New York Transit Com- 
mission of the general plans and type 
of the Triplex car units that have been 
in operation for the last three months, 
recommendations will be made to the 
directors of the Brooklyn - Manhattan 
Transit Corporation at their monthly 
meeting on Dec. 28 that they au- 
thorize bids for building Triplex 
units, each consisting of three bodies. 
After bids are obtained they will 
be submitted to the Transit Com- 
mission for its approval of the award 
of the contract and of the plan of 
financing under which payments will 
be made for the cars. It is estimated 
that they will cost between $4,000,000 
and $5,000,000. As they will take less 
than a year for construction, after such 
approvals, these new cars should be 
available for service in the late fall 
or early winter of 1926. Four of these 
units have been in service for about 
three months, as described in detail 
previously in the Enectric RAmWwAy 
JOURNAL. 


Rolling Stock 


Asheville Power & Light Company, 
Asheville, N. C., has announced specifi- 
cations on the new cars referred to in 
the ELEcTRIC RAILWAY JOURNAL, issue 
oF Dec. 5, page 1020. The details fol- 
ow: 


Number of cars ordered...:......... Four 
Date order was placed....... Nov. 16, 1925 
Date of delivery...... About Jan. 15, 1926 
Builder of car body....J. G. Brill Company 
Type OL Care vaiisis ss. » Single-truck, safety 
SCALE MOAI ACHOV Mats gle je ele! os ae seca neat 40 
Total: weight sje dc cee wes About 22,000 Ib. 
Length Over A iis cee cies s $2 ft. 10.5 in. 
ETUGKY WVINCCIDASC les ticle c.s s,s cs.cce vale bee £t, 
Wildith' OV Ora oieiits fois piss a's. Sale ie sale 8 ft... 5 in. 


Height, rail to trolley base....10 ft. 72 in. 


Body. PE MLCT shale h she ce ele'b ole Oa Semi-steel 
Interior. irirmarer tees ine vss. 4 ee i6)e doce Mahogany 
Plea a niIneS, Wikies stsiss css «4. Straw color 
ER OOR aero eV cee netatetiefers: of cfs o seus’ aleve ovaletegs Arc! 
AIP Drakes mee eiecletler eats: siete al Westinghouse 

Traction Brake Company 
ATMALUFE UDEATINZS so oh. sis cd Se oedarek Sleeve 
BUI ETS tee ame rereie lose lane oy ctes « alchenae Brill 
CaniSi emai SyVSUONts cs. isiscerelal nse Wiese Blak Brill 
Car trimrminiee vent cn icls.ce ed stec eo occa Brill 
Center and side bearings............. Brill 


Controlian. cane eerie osc. General Electric 
Curtain Axtunesy es. oi<ic ees os os ceeds Pinch 

handle fixtures, all metal rollers 
Curtains materiale.» ss cesses ses Pantasote 
DeéestinationVsSieuss ©... ...5 csc e es oko Brill 
Door-operating mechanism....... National 


Pneumatic 
SiMe Teteta tes se 9 6 Cleveland No. 5 


MENGES ah siete oes) siesta H-B life ard 
Minish Moves Seieibielat ee «'a\'s Paint and varnish 
Gears and pinions......... General Electric 
Heater Sequipmeneers). cise ce. se ss se rill 
ieadionted ar wrsew «is leletateie a ices Golden Glow 
WOUNN AT GNORTIGEN tale siecle. sis « «daar Sleeve 
Lightning arresters ....... General Blectric 
Motors..ies220% Two G.E.-265-A, inside hung / 
Sanderaianw eet wicle cis Sic ceveie cee ee Air 
Sashetietyrasmermmtec tte ceive cs fee Metal 
Se atsitn nies sitemeter ss. cinta © c. ckacchae Rattan 
Slsckia diustonmemeet: och... cdo eee Brill 
SESH OHS eet prea icss cccecsiane ccs Ccleee Feralun 
Trolley catchefs. ......4...... Ohio Brass 
TrOUSy]MASO Meet ciieds s/c ests sien «aces Nuttall 
PP TUCKS' ic ae RP Me bie. eps ties s'est Brill 19-B-2 
Men tilat one wer omiee ss heist... Brill exhaust 
Wheels Siceeraeeisiails|s cs aia. Steel, 26 in. 


Municipal Railway of South Jackson- 
ville, South Jacksonville, Fla., is re- 
ported as contemplating purchase of 
four cars at an approximate cost of 
$14,000 each and with delivery expected 
within 90 days. The Borough Council 
recently voted to issue and sell $55,000 
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in bonds, the proceeds to apply on the 
purchase price of the cars. 

Boston Elevated Railway, Boston, 
Mass., has placed an order with the 
Standard Steel Car Company for 60 
subway cars for the Cambridge sub- 
way. ‘ 

Coral Gables Rapid Transit Corpora- 
tion, Coral Gables, Fla., recently placed 
an order with the J. G. Brill Company 
for nine cars. The design of the new 
cars follows closely that of the sample 
car which was described in the ELEC- 
TRIC RAILWAY JOURNAL, issue of Oct. 3, 
1925, page 547. 


Track and Line 


Savannah Electric & Power Com- 
pany, Savannah, Ga., has petitioned the 
City Council for permission to build, 
maintain and operate a railway system 
on Battey Street connecting that street 
with the company’s right-of-way near 
Atlantic Avenue. This line is to be 
operated in connection with the other 
railway properties of the company. 


New York, N. Y.—The Board of 
Transportation recently recommended 
to the Board of Estimate for approval 
two more contracts for the Washing- 
ton Heights-Eighth Avenue subway, 
making seventeen contracts for this 
undertaking, amounting to a total of 
$71,676,505, either awarded or recom- 
mended. Award of the contract for the 
section from Fort Washington Avenue 
and Cummings Street to 212th Street 
to Silas B. Mason at his bid of $3,569,- 
862 was one recommendation. The 
other was the award of the contract for 
the section in Eighth Avenue between 
28th and 387th Streets to the Rosoff 
Subway Construction Company at 
$5,886,506. 


Trade Notes 


George D. Kirkham, for 23 years 
sales agent of the American Steel & 
Wire Company at Memphis; Tenn., will 
retire from that position on Dec. $1. 
He is widely and favorably known 
among purchasers in the South, through 
his able handling of both merchant 
trade and manufacturing lines for his 
company. He joined the American 
Steel & ‘Wire organization in 1886, 
after having held the office of sales 
agent of the old Washburn & Moen 
Manufacturing Company for several 
years. This company was later taken 
over by the American Steel & Wire 
Company. Mr. Kirkham has been very 
active in the civic affairs of Memphis 
since taking up his residence there. 

Oxweld Acetylene Company, 30 East 
42d Street, New York City, has ap- 
pointed J. N. Walker general sales 
manager. L. D. Burnett has been ap- 
pointed Eastern department sales man- 
ager, to succeed Mr. Walker, and Z. T. 
Davis, Jr., is now filling Mr. Burnett’s 
former assignment as assistant sales 
manager, Eastern department. Mr. 
Walker is well known in the oxyacety- 
lene industry. He served for many 
years in progressive advancement 
through the Oxweld sales organization. 


Ms 


